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STEEL TUBES FOR LOCOMOTIVE BOILERS 











ERW steel tubes are manufactured in our 
modern plant at Corby. They are in every 
way comparable to the highest quality seamless 


steel tubes of equivalent size and strength made 


@ anywhere in the world. Sizes available range from 


1 inch to 41 inches outside diameter and from 14 
S.W.g. to 3 S.W.g. thick in lengths up to 36 feet, 


manufactured in accordance with B.S. 1664. 


SSTEWARTS AND LLOYDS LIMITED 
GLASGOW - BIRMINGHAM - LONDON 


[ he largest manufacture { 1 Europe 
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Tubing the boiler of a W.G. class 
locomotive with Stewarts and Lloyds’ 
ERW tubes. The locomotive is one 

of a number built by the 

North British Locomotive Company Ltd. 
for the Indian Railways. 
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NORWEGIAN 
STATE RAILWAYS 


The illustration shows a Railcar set recently constructed by A/S STROMMENS 
VAEKSTED. Four of these railcars, which are equipped with Timken tapered- 
roller-bearing axleboxes made in England by British Timken Ltd., 
now going into service on the Norwegian State Railways. 
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Nationalised Transport Wages Claim Refused 


T° some extent unexpectedly, the first reply by a 

nationalised industry to a wage demand in the current 
series has been given by the London Transport Executive 
to the London busmen, and not by the British Transport 
Commission to the railwaymen. There can be little doubt 
that before rejecting, without any counter-proposal, the 
claim of the Transport & General Workers’ Union on 
behalf of the bus employees for an extra 25s. a week, 
London Transport consulted the Commission. This is one 
reason for supposing that when the railwaymen’s claims 
are answered next month they also will be refused. The 
busmen’s demand is probably one which the T.G.W.U. 
would have preferred not to thrust into prominence in this 
manner. That union itself considers that 7s. a week would 
be enough to compensate for the rise of four points in 
the cost of living since the last pay increase. The reason 
for asking for so much is that London busmen wish the 
differential to be restored between their pay and that of 
provincial busmen, who were awarded an increase of IIs. 
a week by the Industrial Disputes Tribunal during the 
summer. This objective is not likely to win public sym- 
pathy, more particularly as London fares would have to 
be raised again, or services reduced, to pay for such a 
wage award. With the claims already under consideration 
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for London Underground railway workers, the total cost 
would be some £4 million a year. The Commission, with 
its large interests in provincial passenger road transport, 
must have regard to the likelihood of another claim by 
provincial busmen if the London men’s demand were 
conceded. The London Transport reply will be considered 
by a delegate conference of London busmen on 
December 9. The possibility of a strike cannot be ruled 
out; but T.G.W.U. funds have already been depleted by 
the provincial bus and engineering strikes, and no support 
will come from the public—especially if there is talk of a 
strike at Christmas. The N.U.R. and A.S.L.E.F. may be 
expected to await the outcome of the refusal of the London 
busmen’s claim before taking drastic action if their own 
demands are refused. After this, it is refreshing to hear 
reports that, in the discussions between the Commission 
and these two unions on the manning of diesel and electric 
locomotives, agreement is near to being reached, and that 
only a few points remain to be settled. 


Diesel-Hydraulic Locomotives for British Railways 


THE contract placed by the British Transport Com- 

mission last week with the North British Locomotive 
Co. Ltd. for 52 main-line 1,000-h.p. diesel-hydraulic loco- 
motives is the largest single order for main-line diesel 
locomotives yet placed on behalf of British Railways with 
one firm at one time. It is also notable for being a 
production order placed straight from the drawing board, 
as no prototype exists, although North British locomotives 
with hydraulic transmissions have been doing notable 
work overseas, particularly in East Africa. The loco- 
motives will be used in the Western Region. It 
is intended to replace steam traction completely on the 
whole of the lines between Newton Abbot and Penzance, 
and to work by diesel power many of the through trains 
between Paddington and Bristol and the West of England. 
In all, 130 diesel-hydraulic locomotives will be required, 
and the 64 still outstanding will be more powerful than 
the 52 just ordered. The 1,000-h.p. units are to have 
North British/M.A.N. high-speed lightweight diesel 
engines and North British/Voith transmission. The 
remaining 64 locomotives will have both M.A.N./Voith 
equipment, and Maybach engines and Mekydro trans- 
missions similar to those being installed on the locomotives 
now under construction at Swindon. The first of the 
2,000-h.p. diesel-hydraulic locomotives ordered under the 
initial programme for 174 main-line diesel prototypes was 
completed by North British last Monday. 


Canadian Trade Mission in Britain 


THE Canadian Trade Mission now touring Britain is 
the largest ever to be sent abroad by Canada and 
also the strongest Government trade mission ever to visit 
Britain. At Canada House last Friday, the leader of the 
mission, Mr. Gordon Churchill, Minister of Trade & 
Commerce, explained that the main purpose of the 
mission is to further the recent proposal of Mr. John 
Diefenbaker, Prime Minister of Canada, that up to 15 per 
cent of Canadian purchases from the U.S.A. might be 
diverted to the United Kingdom. The 57 members of the 
mission, who occupy high positions in trade and industry, 
include Mr. E. A. Bromley, Vice-President, Canadian 
National Railways, and Mr. H. P. Millar, Manager, 
Purchases & Stores Department, Canadian Pacific Railway 
Co. Ltd. During their four weeks’ stay in the United 
Kingdom, members of the mission will see the works of 
many companies which produce railway equipment of 
various types, machine tools and so on. Both Mr. Bromley 
and Mr. Millar have expressed particular interest in the 
diesel railcars built and running in Britain, for which they 
consider that there may be a great future in Canada. 


Special Train for Industrial Tour 


THE members of the mission left Paddington last 
Tuesday by special train for an 11-day tour of 
industrial centres in the United Kingdom, during. which 
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they will cover 1,129 miles. The seven-coach train was 
hauled by a gas-turbine locomotive of the Western Region, 
and seven sleeping cars, giving individual bedrooms for 
each member of the mission, are being added during the 
tour, as the mission will spend three nights in the 
train. The rolling stock used is of the most recent British 
Railways design. The train is specially equipped with 
portable wireless sets; iced water is available in the restau- 
rant cars; and a G.P.O. telephone line is being linked to 
the train at centres where it is stabled for the night. By 
arrangement with the G.P.O., special facilities are being 
made available for telecommunication with Canada. 
Whether orders will be placed by the members of the 
mission during their tour remains to be seen—undoubtedly 
many of the members have authority to arrange pur- 
chases of British goods and the others are in positions in 
which they can bring strong influence to bear. The railway 
representatives in the mission will have an excellent oppor- 
tunity of seeing British Railways at work, and will be able 
to inspect multiple-unit railcars in service. 


Russian Railway Officers Visit Britain 


RAFFIC of a density, and worked at speeds, unknown 
in the U.S.S.R. will probably be the most vivid 
impression of British Railways left with the delegation 
from Russia now on a three-week tour in this country. 
The party, as recorded in our personal columns, consists 
of the Minister of Railways, Mr. B. P. Beshchev, and 
officers of the Ministry. The programme includes not 
only a wide variety of installations on British Railways 
and London Transport, but five different works of three 
manufacturers of railway material, as detailed on another 
page. Technical delegations from the U.S.S.R. are 
reported generally to be keen observers. The present 
visitors, even although they may not see fit to admit it, 
are likely to be struck by the efficiency and high levels 
of technological skill shown by private enterprise in the 
plants they are due to inspect. As to the nationalised 
transport undertaking, they cannot fail to be impressed 
by the leading part played by Britain in every branch of 
engineering as applied to railways, and by the skill and 
high degree of training of railwaymen in technical grades 
who are not qualified engineers. It will be interesting to 
hear what the Russians have to tell British railwaymen— 
in the matters, for instance, of 50-cycle electric and of 
atomic traction. 


Overseas Railways 1957 
HIS year’s “Overseas Railways,” reviewed briefly 
elsewhere in this issue, shows very clearly that 
modernisation and expansion are today worldwide on all 
important railway systems. Though money is short in 
many countries and some railways must search for keen 
prices and generous credit terms, the fact remains that 
pressure on a national scale exists everywhere to encourage 
if not force transport systems to support a developing 
economy. In all parts of the world natural resources are 
being tapped and exploited on a scale never before 
attempted. Such development is producing a vast new 
spending power reflected in phenomenal passenger and 
freight rises. The railway systems must either modernise 
and expand or yield to the competition given by road or 
air transport. Such competition, by providing an in- 
creasingly transport-conscious travelling and consigning 
public with alternative transport systems, has also 
focussed attention on the need for improved services and 
travelling conditions. Not only is more equipment of 
every kind required: track must be improved and some- 
times entirely re-routed. Obsolete signalling must be 
superseded by new equipment designed to permit more 
and faster trains and provide high standards of safety. 
A new spirit of co-operation is abroad: advice is wel- 
comed and freely given between geographically widely- 
separated systems. New methods everywhere are being 
tested. These are the signs not only of increasing pros- 
perity but of a possible groundwork for international 
goodwill 
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Train Accidents in 1956 


TH annual report for 1956, issued this week, of the 
Chief Inspecting Officer of Railways, Lt.-Colonei 
G. R. S. Wilson, a more extended notice of which will 
appear in our pages shortly, shows that no passenger lost 
his life in a train accident, properly so called, during that 
period, when passenger miles increased by 3-2 per cent 
and main-line mileage by nearly 4 per cent. Three 
servants and 15 other persons—13 in road vehicles at 
crossings—were, however, killed in such accidents, which 
numbered 1,226, an increase of 61 per cent. Those 
caused by human failure unfortunately have been increas- 
ing steadily since 1950. Want of care and irregularities of 
Operating staff caused 52:2 per cent of them, while there 
was an increase also in the accidents arising from errors 
of train crews. Those due to disobedience to signals, on 
the other hand, have been declining since the war; and 
seven of the 37 in 1956 might have been prevented by 
warning-type A.T.C. The gradual introduction of new 
equipment, rolling stock, and so on, and better routine 
examination and maintenance were again reflected in 
fewer accidents caused by technical faults, which formed 
only 1071 per cent of the total. Broken rails also were 
again appreciably fewer. The fatalities arising from all 
movement of whatever kind on rail were 237, or 0°6 per 
million train miles. 


Kent Coast Line Modernisation Works Visited 


A? the invitation of Sir Philip Warter, Chairman of 
the Southern Area Board, British Transport Com- 
mission, and of Mr. C. P. Hopkins, General Manager of 
the Southern Region of British Railways, a visit was paid 
on November 21 to the Kent Coast main-line electrification 
and modernisation works, some of which were referred 
to in our November 8 issue. They range from Shortlands 
Junction, near Beckenham, to Sittingbourne and Sheerness, 
and include quadrupling and other extensive line improve- 
ments now in hand under the direction of Mr. F. E. 
Campion, Chief Civil Engineer, Southern Region. The 
visit took the form of a tour by special train, and the 
various works as they were passed—at slow speed when 
desirable—were pointed out and explained by a most 
efficient continuous broadcast throughout the train by 
Mr. A. H. Cantrell, Assistant Civil Engineer. The Chair- 
man and Members of the Area Board and principal 
officers of the Region took the opportunity to discuss 
informally the modernisation works and other matters 
with their guests. The great volume of the engineering 
works entailed and the remarkable speed with which the 
various large contracting firms are carrying them out 
with heavy mechanical plant are impressive. 


Transformer Manufacture at Wythenshawe 


HE Metropolitan-Vickers Electrical Co. Ltd. trans- 
former factory at Wythenshawe, Manchester, which 
forms part of an expansion scheme initiated in 1953, was 
formally opened by the Duke of Edinburgh on Novem- 
ber 22, as recorded briefly on another page. This scheme 
provided for an increase of about 50 per cent in the 
facilities for building steam turbines, generators, other 
heavy rotating electrical machines, and switchgear at 
Trafford Park, and for moving the transformer depart- 
ment to Wythenshawe with a comparable increase in 
manufacturing capacity. The factory is designed as a self- 
contained unit to cover the manufacture of large high- 
voltage transformers used in power transmission systems, 
instrument transformers of all voltage classes for pro- 
tection and measurement purposes, and small transformers 
for industrial and electronics work. Additional products 
include on-load tap chargers and power rectifiers. The 


site at Wythenshawe was chosen for various reasons. It 
had good road and rail accessibility, an important factor 
when dealing with large and heavy indivisible loads, and 
it was close to Manchester’s most ambitious housing 
project, started in 1930 and still being developed, pro- 
viding a vast source of labour. 











November 29, 1957 


The Engineers’ Guild 
I OW far the British Transport Commission is prepared 
to treat the qualified engineers employed by British 
Railways and its other undertakings as members of a 
profession, with both the obligations and the rewards that 
professional status implies, is debatable. By no means 
all the engineers in nationalised transport are members 
of the British Transport Officers’ Guild; and the Trans- 
port Salaried Staffs’ Association, to which many junior 
engineers belong, unfortunately seems concerned more 
with the pay than with professional status and obligations. 
It is, therefore, encouraging to read in the report of the 
Engineers’ Guild for the year ended September 30 last 
that arrangements for informal consultation between the 
Commission and the Guild have operated satisfactorily; 
a wide range of subjects have been discussed; they include 
a professional qualification bar. The views of the 
Guild have also been communicated to the Commis- 
sion aS Occasion arose on such matters as the recent 
regrettable proposal by the T.S.S.A. that payment for 
overtime should be made to most staff in the professional 
grades. The report, which is as lucid and concise as usual, 
draws attention to the great expansion in the numbers of 
professional engineers which is essential to national pros- 


perity. e 


Signalling in East Africa 


AST African Railways & Harbours are faced with 
constantly growing traffic and consequent need to 
accelerate the working at the stations; this is especially 
the case when trains cross, an increasingly frequent, 
occurrence. They have accordingly adopted three- 
position mechanically worked semaphores which, with the 
points, are operated by double-wire transmissions, as 
described in an article in this issue. This arrangement, 
seen already elsewhere overseas, provides a simple and 
effective system of signal aspects, well adapted to the 
conditions obtaining on lines of this character; more 
extended editorial reference to this was made in our issue 
of August 8. Power signalling has been installed at one 
station, using colour-light signals, and will doubtless find 
application at others in due course. Non-token block 
working on single line sections is being applied to 
eliminate the loss of time otherwise unavoidable when 
trains meet. 


The First 3,000-V. Locomotives for India 
BY 1953, because of increasing traffic caused largely by 
the growth of the city of Calcutta and industrial 
development of West Bengal and Bihar, electrification of 
lines of the former East Indian (now Eastern) Railway 
in the Calcutta area was found to be imperative. It was 
the only alternative to building costly additional lines to 
handle the traffic and relieve congestion in Calcutta. The 
Indian Railway Board appointed a team to report on the 
system to be adopted. The decision to electrify at 3,000 V. 
d.c. was made early in 1954, and tenders for track equip- 
ment and rolling stock were invited in the 1955-56 Global 
Procurement Programme for the first stage of some 67 
miles from Howrah (Calcutta) to Burdwan. This section 
is to be inaugurated next month. The English Electric 
Co. Ltd. was awarded a contract to supply 12, 111-ton, 
3,120-h.p. locomotives. These will be the first 3,000-V. 
electric locomotives to be commissioned into service in 
India; they form a direct link with the company’s previous 
association with the Indian railways when it supplied the 
first electric rolling stock to be operated on the former 
Great Indian Peninsula and South Indian Railways. The 
locomotives are designated class “EM/T” and are 
designed for a maximum service speed of 70 m.p.h. One 
is illustrated on another page. They resemble the 3,000-h.p. 
class built by English Electric for the Santos Jundiahy 
Railway 3,000-V. electrification and described in our issue 


of November 4, 1949. West of Burdwan, conversion is to 
be at 25 kV., 50 cycles. 
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Railway Development in Greater London 


‘THE need for drastic measures to combat the pro- 
gressively worsening traffic problems of the London 
area was emphasised by Sir Brian Robertson, Chairman of 
the British Transport Commission, in an after-dinner 
speech to the City Livery Club in London last week. 
During the next 15 years, he explained, peak-hour traffic 
in the West End of London may increase by a tenth, and 
in the City by about one-third. The only way, he believes, 
to enable the maximum number of people to get into and 
out of London each day, with the minimum discomfort, is 
to discourage the use of private transport and encourage 
the use of public transport by improving it, by giving it 
freedom to move, and by staggering office hours. At 
present, 400,000 people work in the City and twice that 
number in the West End, so that, allowing for local 
residents, some 1,100,000 have to be moved into and out 
of central London each weekday. Of those who travel 
to the City by Underground railway services, a third 
arrive between 9 a.m. and 9.15 a.m. The evening position 
is even worse. When new buildings in the City are com- 
pleted, the working population there may rise to 500,000. 
The British Transport Commission is taking what steps 
it can to meet the present situation and to prepare for in- 
creased traffic in future. London Transport is increasing 
the capacity of its peak-hour services on the Central Line 
by lengthening trains and by replacing the present stock 
with new cars of 15 per cent greater capacity. When this 
has been done, it should be possible to absorb, at least 
initially, the greater traffic from and to Liverpool Street 
which will follow the electrification of further Eastern 
Region suburban services. New rolling stock is being built 
for the Broad Street electric services of British Railways, 
and two-thirds of it is already working. The London 
Midland Region steam-hauled trains between St. Albans 
and Moorgate are to be converted to diesel haulage as 
part of the general conversion from steam of Midland 
Division services south of Kettering, planned for 1959. 
This will reduce the amount of steam-hauled working in 
the City. Until the L.M.R. main line is electrified in 
1968, steam services to Tring will continue. 

The electrified Eastern Region services between Liver- 
pool Street, Shenfield, and Chelmsford, with their offshoot 
to Southend, are showing very satisfactory results. The 
next Liverpool Street services to be electrified are those to 
Enfield, Chingford, Hertford East, and Bishops Stortford, 
to be completed in mid-1960. The electrification of the 
Tilbury and Southend services from Fenchurch Street is 
due for completion a year later, in mid-1961. When the 
Moorgate-Kings Cross-Hitchin lines of the Great Northern 
section of the Eastern Region are electrified in 1962, steam 
services from these lines to Broad Street and to Moorgate 
via Kings Cross will cease, facilitating a better-timed 
suburban service. 

In the Southern Region, the difficulties caused by the 
fire at Cannon Street signalbox last Spring will be com- 
pletely overcome next month. The lengthening of plat- 
forms has enabled 10-coach trains to be used on the lines 
serving Bexleyheath, Woolwich, the Dartford loop, and 
the mid-Kent line to Hayes, Bromley North, and Seven- 
oaks. These 10-coach trains provide an extra 16,000 seats 
for the 68,000 passengers using Cannon Street in the 
business periods. One of the works delayed by the Govern- 
ment restrictions on capital expenditure is the improve- 
ment of facilities at the Bank station of the Waterloo & 
City Railway—a Southern Region responsibility. 

The completion of all these schemes, Sir Brian Robertson 
points out, depends on the availability of funds. Recent 
cuts are bound to have their effect. “I am sure,” he 
stated, “ that the Government would not have made them 
if it could have been avoided, but it is clear that some 
sections of the travelling public will have to wait rather 
longer for an improved service and also that the task of the 
Commission to bring its accounts into balance is made 
just that much more difficult.” 

No single step, he considers, would make a better con- 
tribution to London problems than the construction of the 
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Victoria tube linking North-East London and Waltham- 
stow, through Kings Cross, with Victoria and South-West 
London. The relief which this would give to the Central 
and Piccadilly Lines, and to some bus services, would be 
very great. The Commission knows that this line should 
be built. Under the Transport Act of 1953 it has a respon- 
sibility for providing an adequate passenger transport 
system for London. On the other hand, it also has a 
responsibility under the Act so to conduct its undertaking 
that the revenue of the Commission in the long run shall 
not be less than sufficient for meeting. charges properly 
chargeable to revenue. These two responsibilities, he 
comments, appear at present to conflict so far as the 
construction of the Victoria Line is concerned. 

Even if the Commission could proceed with the con- 
struction of the Victoria Line, the total of what it could 
do above and below ground would not suffice. Despite all 
the Commission can do, the traffic problem will get pro- 
gressively worse unless other drastic measures are enforced. 
**T use the word ‘enforced’ deliberately,” Sir Brian Robert- 
son declared. “All these drastic measures are highly 
unpopular with somebody. Whenever Sir John Elliot or I 
or anyone else mentions them a howl of resentment goes 
up, but .. . we shall go on proclaiming them.” 


C.1.M.A.C. in 1959 


HE next International Congress on Combustion Engines 
(C.I.M.A.C.)—the fifth—will be held in Germany 
during the second quarter of 1959. The theme of the 
congress will be ‘“ Diesel Engines and Gas Turbines up 
to 1,500 h.p.—Current Problems concerning Design, Pro- 
duction, Development and Running at Site.” Such a 
theme is of particular application in the transport world 
and it is certain that the papers presented will be studied 
with great interest by rail and road experts both in this 
country and abroad. The wide scope offered for dis- 
cussion will no doubt attract submissions from all over 
the world and there is every hope that the final selection 
will include an equally high proportion from the United 
Kingdom as that presented at Ziirich this year. 

Intending contributors should send the following par- 
ticulars to the Secretary of the British National Committee, 
C.I.M.A.C., 6, Grafton Street, London, W.1, not later than 
February |, 1958; name, appointment, and qualification, 
together with the title, a résumé, and a synopsis of their 
paper. The synopsis should not exceed two typed pages 
and should carry a list of probable illustrations and tables. 
The rules recently laid down by the C.I.M.A.C. Permanent 
Committee regarding papers submitted still apply. These 
provide that all papers containing advertising or purely 
descriptive matter will be excluded. Papers will be 
accepted only if they contain new matter on one of the 
following subjects: practical experience of new fields of 
application for diesel engines or gas turbines; theoretical 
studies or tests on cycles of working, scavenging, super- 
charging, injection, combustion, heat-exchanging or heat 
recovery and means of carrying them out; investigations or 
tests on the shape, dimensions, and design of engine and 
turbine components; study of breakdowns covering tech- 
nical and scientific explanations and remedies; methods of 
test or test results of a definitely novel character; technical 
or financial results achieved on running at site, supported 
by actual case histories. Authors whose synopses are 
approved by the Permanent Committee will be so advised 
in March, 1958, when they will be given all necessary 
details for completing their final papers. 

The increasing use of diesel traction on British Rail- 
ways as a result of the railway modernisation plan should 
have resulted in a fair implementation of experience of 
working conditions in widely-varying forms in this country 
by the time the Congress is held. So far, British Railways 
have taken relatively little part in the proceedings of the 
Congress. There is, however, every reason why, with 
increasing familiarity with the attributes and problems of 
the diesel engine, they should make available contri- 
butions to the discussions on the next occasion. 
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New Lines in Canada 


THREE years ago, work started on a new Canadian 
National Railways line, 158 miles in length, from 
Beattyville, some 75 miles north of the Quebec-Ontario 
border, to Chibougamau, south of Lake Mistassini, 
Recently, the first passenger train arrived at this small 
town in northern Quebec, near which four mines are 
already in operation and others will soon be in production, 
The Chibougamau area is rich in mineral and forest re- 
sources which the new line will tap, and already there are 
companies cutting timber along the line for conversion to 
pulpwood. Ore and pulpwood have been moving south- 
wards on the line for some time, but lifting and resurfacing 
has been going on. A regular train service began on 
October 7, when freight trains which formerly worked 
between Senneterre and Beattyville three times a week were 
extended to Miquelon, 107 miles from Chibougamau, 
where they connected with another tri-weekly train to 
Chibougamau itself. The trains also carried passengers. 

The copper ore is smelted at Noranda, south of 
Taschereau on the C.N.R. west-east line between Cochrane, 
where the Ontario Northland Railway crosses the C.N.R.. 
and Quebec. Noranda has a direct line to Taschereau and 
another to Senneterre. There is also an O.N.R. branch 
which connects with the O.N.R. Cochrage-North Bay line 
some 50 miles south of Cochrane. Ore from Chibougamau 
formerly travelled by road for 160 miles to St. Félicien, 
on Lake St. John, in almost the opposite direction from 
Noranda. It was then carried by rail, via Hervey, for 
another 580 miles to Noranda. The distance is reduced to 
295 miles by the new railway. The line is being extended 
from Chibougamau to St. Félicien, on a route of some 
133 miles. Some of the ore will be taken out by this 
route to a new smelting plant being built in the Lake St. 
John area at Chicoutimi. This is only one of the new 
lines recently built or now being built or planned by the 
C.N.R. The 46-mile Terrace-Kitimat line, serving the 
large new aluminium plant built in the northern mountains 
of British Columbia by the Aluminium Company of 
Canada, is in full operation and a 27-mile line from Hills- 
port to Manitouwadge, Ontario, to carry copper ore, was 
completed in 1955. 

The C.N.R. has built a 30-mile spur from the Hudson 
Bay line north of Thicket Portage into the Mystery-Moak 
Lakes area of Northern Manitoba, where a development 
plan for the mining of nickel over an area some 75 miles in 
length and five miles wide has been announced by the 
International Nickel Company of Canada Limited. Two 
of the mines should be in production by 1960. The traffic 
for this line is assured, but the country is difficult and 
muskeg has been a great obstacle to construction. The 144- 
mile branch from Sherridon to Lynn Lake, carrying nickel 
and copper ore, was completed in 1953. Another line for 
which first tenders have been issued is a 22-mile branch 
from Bartibog, New Brunswick, on the route to Saint John, 
to a mine site at Littlke Tomogonops. This would serve 
the lead, zinc, and copper mines of Heath Steele Limited. 

The Canadian Pacific Railway has also been active in 
constructing new lines. Some 240 miles of line were laid 
in the first eight years after the war to provide siding 
facilities alone, and in 1954 construction work began on 
some 70 miles of branch lines to serve new mining areas. 
At the end of that year, for example, the C.P.R. opened a 
new 17-mile branch in Ontario. This runs from Havelock 
to serve the American Nepheline Limited mine at Nephton. 
In the 17 miles some difficult engineering conditions were 
encountered, and five miles through swamp had to be 
channelled and filled with rock. Another six miles of the 
line is laid in rock cuttings. Last year, it was announced 
that the C.P.R. would build a two-mile extension from 
Manitouwadge to the Willroy mines, a four-mile branch 
from Waltham, Quebec, to serve the Bristol mines, and a 
20-mile branch southward from Brocket, Alberta, to serve 
the Gulf Oil Company. 


Another Canadian railway which is being greatly 


developed is the Pacific Great Eastern, which was extended 
southwards from Squamish to North Vancouver last year. 
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The work of extension was started in February, 1955, 
British rails being used for the new track. The last spike 
on the 42-mile line was driven on June 10, 1956, at Porteau, 
completing the 470-mile through route from Vancouver to 
Prince George. This comparatively short extension, run- 
ning, however, through some of the most difficult country 
in British Columbia, linked the P.G.E. to the C.N.R. and 
C.P.R., and also to the British Columbia Electric Railway, 
which runs in the Fraser Valley. A connection with the 
U.S.A. is also provided, as the Great Northern Railway 
runs from across the border northwards into Vancouver. 
This southern extension is small compared with the great 
plans to the north, where work on the line beyond Prince 
George started in June, 1955. The line is being carried on 
to Fort St. John and Dawson Creek, 259 miles from Prince 
George, where it will connect with the Northern Alberta 
Railways, which announced a _ $5,000,000 works and 
improvement programme this year. This new route from 
the Peace River area will reduce the present 1,230-mile 
haul to Vancouver by something like 500 miles. The 
Peace River area has been described as “the area in all 
Canada most ripe for development” and the P.G.E. will 
have a great part to play in this. Surveys show that great 
resources lie in the untapped lands in the far north of 
British Columbia, and the possibilities of building an Alweg 
monorail line from the Peace River area into these new 
lands are being vigorously investigated. 


The Faraday Lecture 


GINCE the Faraday lectures were instituted in 1924, 
by the Institution of Electrical Engineers, with the 
object of interesting the general public in electrical 
development, railways have been their subject only once. 
This was in 1940-41, when the lecture was given by the 
late Mr. C. E. Fairburn, Chief Electrical Engineer of the 
London, Midland & Scottish Railway. In the present year 
this subject makes a timely return, for never before in the 
railway history of this country has it been more necessary 
to enlist the understanding of the general public not only 
of what electrification can do for them, but also of the 
massive problems presented to the railways and the elec- 
trical industry by a programme as extensive as that now in 
hand, where much new equipment has to be introduced 
and maintained. The lecturer this season, Mr. G. H. 
Fletcher, is well qualified to make these matters clear, 
as is apparent from the details of his career given in our 
personal columns. The first of the series of lectures was 
given last Tuesday. 

In a general survey of railway electrification, and of the 
part to be played by diesel and diesel-electric traction in 
the modernisation plan, he demonstrates what is involved 
by the change to the a.c. industrial-frequency system and 
the benefits expected from it. Models, films and slides 
are used in illustrating the lecture, which by now has an 
established reputation as a winter season pleasure for those 
of all ages in search of an evening to combine instruction 
with a leaven of amusement and surprise. Faraday lec- 
turers are not averse to provoking a mild explosion or a 
pyrotechnic display when such discussions are appropriate 
to their theme, and it is often remarked that the demon- 
strators who appear on the platform with them have as 
strenuous a time as the lecturers themselves. Dates and 
places of the lectures to be given until March 27 next year 
were stated in our issue of November 22. This is a 
touring event which provides the opportunity for a visit 
in many parts of the country. Its appeal covers a consider- 
able age range, and this time the stimulation of interest 
. among younger members of the audience in railway 
electrification will be particularly useful in view of rail- 
way recruiting requirements. With this in mind arrange- 
ments are being made for the lecture to be given at a 
number of technical colleges and grammar schools as well 
as in the usual public halls. If anv steam locomotive 
enthusiasts in the upper forms of schools feel that the 
electrical engineer is a soulless destroyer, no better medium 
than the Faraday lecture could be found to convince 
them of his humanity. 
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Opportunity in China 


THE vigorous steps being taken to increase the capacity 

of the Chinese National Railways and also to open 
the country by building new lines are shown in news from 
Peking. The first section to be electrified at 25 kV., 
50 cycles, in accordance with the policy decision referred 
to in our October 25 issue, is the 57 miles of the Paochi- 
Chengtu line. Paochi is in the valley of the Yellow River 
between Sian and Lanchow, and the building of the line 
over the Chinling Mountains was one of the major railway 
engineering feats in the world, with two spiral tunnels and 
32 others. The railway was opened over a year ago, but 
the 1 in 30 gradients make it very difficult to work by 
steam, and electrification will certainly assist operation. 
The rock is friable and loose throughout the range, and 
rock falls are still frequent because of the vibration of 
traffic, though this trouble is gradually being eliminated. 
How far the Chinese authorities are prepared to acquire 
material from the West for future conversions at 50 cycles, 
is problematical. 

Official statements refer to the scheme to electrify on 
this system as based on technical information supplied 
from Russia, where there has been considerable develop- 
ment in this field; this acknowledgment of a debt to the 
U.S.S.R. may well be ideological, for a good deal of in- 
formation on electrification at industrial frequency has 
been obtained by Chinese railway officers and officials of 
the Ministry of Transport from British and French sources. 
The progress being made in conversion to 50 cycles of 
sections of British Railways, and on the construction by 
British builders of locomotives and multiple-unit stock for 
lines electrified at 50 cycles both in this country and 
abroad, may well enlist Chinese interest in developments 
in Britain. As we suggested in an editorial note in our 
November 15 issue, British manufacturers might well send 
a flow of technical matter to China—in this instance, the 
Chinese Ministry of Transport—describing their products 
in detail. The visits to this country of several of the senior 
officials of the Ministry of Transport show how keen is 
Chinese interest in what is being done in Britain in the 
sphere of railways and the material supplied for them by 
British manufacturers. 

Effort is being concentrated on increasing the capacity 
of trunk lines by doubling, rather than on new construc- 
tion. This is a wise decision, for economic development 
has been hampered by congestion of some existing main 
lines. Double tracking is in progress on the Peking- 
Hankow line, on the coal line running north-west through 
difficult country from Peking to Tatung, and southwards 
from Hankow to Canton, and, it is reported, to the Vietnam 
frontier—probably one of the biggest doubling programmes 
ever carried out simultaneously by one railway administra- 
tion. New construction makes good progress, however. 
A month ago 640 miles of the new line from Lanchow 
westwards through Yumen (with its oilfield) were opened 
to passenger traffic; the reason why such a long stretch was 
opened at the same time was that the line runs through 
very sparsely populated country, and Yumen seems to be 
the only place to which passengers are likely to travel. 
Having completed the mile-long Yangtse bridge, which 
affords through standard-gauge running between Peking 
and Canton, engineers of the National Railways are 
engaged on surveys for a new bridge over the Yellow 
River, and a bridge near Chungking is also to be built. 

Construction of steam locomotives to deal with the in- 
creasing traffic is being undertaken energetically; a 
locomotive works is being built, for instance, at Tatung, 
for production inter alia of 2-10-2 (known as “ Peace”) 
type engines—but a report of a planned production of 
400 locomotives a year must be exaggerated. The policy 
presumably is one of self-sufficiency in steam locomotive 
building, though there may be scope for co-operation with 
British industry—which has the advantage of knowledge 
and experience of Chinese conditions and requirements 
over many years before the Japanese invasion. In 
coaching and freight stock complete independence of 
foreign supplies appears to be sought. The Chinese 
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National Railways are having some difficulty in through 
running with the U.S.S.R. railways because of the 
differences in gauge and standards. Thus the through 
passenger sets working to and from Russia over the Trans- 
Siberian line are Russian, with side buffers and Willison 
couplers, though each train is fitted with Janney couplers 
set down to Chinese coupler height, at each end. The 
Chinese coupler height used to be the same as the Russian, 
about 3 ft. 6 in., but the Japanese during their occupation 
altered all Chinese rolling-stock to the American coupler 
height of 2 ft. 9 in. The couplers at the ends of the trains 
are altered at the same time as the bogies are changed 
from the Chinese (4 ft. 84 in.) to the Russian (5 ft.) gauge, 
at Manchouli on the Manchurian, and at Tsining on the 
Mongolian, lines. 

As regards organisation, the tendency is towards limited 
unification of the many lines now forming the National 
Railways. Regional management has not been adopted, 
but something in the nature—though on a larger scale, of 
course, as regards distance—of the “line” organisation 
of the Eastern Region of British Railways. As a result of 
the completion of the Yangtse bridge, the Peking-Hankow 
and Canton-Hankow lines have been amalgamated as the 
Peking-Canton Line. This following of more or less 
natural, longitudinal “lines of cleavage” is more suit- 
able to Chinese conditions—including some very long 
through hauls—than a regional organisation; under the 
latter, the line from Peking to Canton would be under 
four regional managements. 

With a population of some 600,000,000, and an expand- 
ing economy, China offers immense scope for railway 
development. As stated above, the British railway indus- 
tries have had many years’ experience of conditions on 
railways in that country. It is a quarter of a century, 
however, since the Japanese invaded China and began 
introducing their own ideas and standards. Between 1932 
and the last war there were many changes, and the rate of 
development has greatly accelerated in the past decade, 
though certain factors peculiar to China seem to remain 
constant. British enterprise must show itself, as it has 
shown itself in the case of other countries, flexible enough 
to comprehend quickly recent changes and what they 
signify, whilst profiting by past experience. 


A Sharp Decline in Railway Freight Traffic 


HE tenth four-week period of the year, covering about 
three weeks in September and one in October, usually 
marked the beginning of a spell of heavy movement of 
freight traffic, which continued until December. This 
year British Railways originated only 20,273,000 tons, the 
smallest amount since nationalisation. The quantity was 
1,254,000 tons, or 5:8 per cent, below 1956 and about 
2,600,000 tons, or 11 per cent, below the bumper year 
1953. The tonnage of coal and coke put on rail dropped 
to 12,018,000, a decrease of 921,000 tons, or 7:1 per cent, 
from 1956 and over two million tons, or 14 per cent, below 
loadings in the tenth period of 1954. 

The retention of coal and coke carryings is of vital 
importance to the railways. For the whole of 1953 the 
average weekly tonnage carried was 3,359,700 tons. In 
the first 40 weeks of this year the railways moved on an 
average only 3,161,000 tons a week, a difference of nearly 
6 per cent. The railways cannot afford to lose at that 
rate traffic which represented 60 per cent of their total 
freight movement and in 1956 earned an average receipt 
of nearly 2s. 11d. per loaded wagon mile. 

The decline in merchandise and livestock business shows 
no sign of slackening. In four weeks to October 6, 
British Railways originated 3,206,000 tons, a decrease of 
200,000 tons, or 5:5 per cent, from 1956 and over a million 
tons, or 25 per cent, below 1951. There was also a loss 
of 133,000 tons, or 2°6 per cent, in minerals. The all- 
round shrinkage of traffic took place at a time when steel 
output was at record height and deliveries of finished steel 
to customers at home were up 67 per cent. In the 
September quarter the general index of industrial activity 
was about 3 per cent over 1956. 
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Our railways, as freight carriers, failed to share in th 
widespread upsurge of productivity. They worke: 
128,111,000 fewer net ton miles in the four weeks t: 
October 6. Coal and coke accounted for 79,223,000 
the lost ton-miles. This decrease of 10:1 per cent i 
coal haulage was spread over all Regions, the Easter 
working 23,587,000 fewer ton-miles, or 12 per cent less 
than 1956. The Scottish Region was singular in recordin: 
an increase of 64,000 tons, or 11 per cent, in minerals and 
a consequent rise of 861,000, or 2:4 per cent in mineral ton 
miles. 

The passenger department results to the end of August 
are now known. In that month the railways originated 
100,306,000 passenger journeys, an increase of 6,056,000, 
or 64 per cent. This brought the total number of 
passengers for the first eight months of the year to 
735,987,000, an increase of 70,726,000, or 10°6 per cent. 
Over these months the number of first class passengers 
rose by 2,376,000, or 17°6 per cent, to 15,849,000. The 
takings for the eight months increased by 12:2 per cent 
to £98,520,000; first class passengers paid £10,262,000 of 
that amount, 19 per cent more than they paid in 1956. 


Letters to the Editor 


(The Editor is not responsible for opinions of correspondents) 








Vibrational Aspects of Bogie Design 


November 23 
Sir,—I was much interested in the editorial article in 
your November 22 issue on Mr. J. L. Koffman’s paper, in 
which he so rightly emphasises the importance of main- 
tenance, especially with regard to tyre profile and wheel 
balance. The S.I1.G. bogie, I agree, is superior to any 
other, judged purely from riding as a passenger in many 
vehicles fitted therewith. It would be interesting to know if 
Mr. Koffman could show how he would expect the British 
Railways double-bolster and S.I.G. designs to compare 
when both were worn, having run an equal mileage with- 
out attention. He might also care to comment upon the 
British Railways single-bolster ‘“‘ Ashford” bogie as used 
en the Liverpool Street-Southend electric stock. 
Yours faithfully, 
JOHN RODGERS 





132, Worrin Road, Shenfield, Essex 


Suburban Electric Stock 


November 19 

Sir,—In a recent letter to The Daily Telegraph, the 
Public Relations Officer of the Southern Region stated 
that “in one year four passengers were killed, 26 seriously 
injured and several hundreds slightly injured through 
trying to join moving trains.” One assumes many more 
suffered unreported bruises and the like, and that quite 
aS many were involved in varying degrees by doors 
opening and passengers alighting whilst trains were still 
in motion. Any coaching stock with hinged doors con- 
trolled by passengers is bound to present a real risk 
unless means can be found to discipline travellers to 
abstain from foolish practices. 

Is not stock of this type at least 25 years out of date 
for urban, suburban, and interurban electric services? 
Neither London Transport nor the main-line companies, 
other than the Southern, built any but open stock with 
guard-controlled sliding doors for electrified work for 
many years before nationalisation. Now, however, 
British Railways seem to have adopted the Southern 
pattern as standard for electric stock. Are not the figures 
quoted above sufficient in themselves to condemn. this 
reversion to outmoded design? Were all but the Southern 
wrong in their choice? 

Yours faithfully, 
JUMBO 

[The Southern pattern has not been adopted as standard 

for electric suburban stock.—Eb., R.G.] 
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Averpool Overhead Railway Relics 

ihe accompanying illustration shows 
trains o£ the Liverpooi Overhead Rail- 
way, Which was ciosed at the end ol 
jast year, on the line at Gladstone Dock 
>iauon, awaiting scrapping. At the 
time of the photograph there were 11 
trains On the line here, and six of them 
were still in position recently. 

the Liverpool Corporation bus is 
on a City tour, which includes two 
portions ol the Dock Estate. There is 
no ordinary bus service inside the Dock 
Estate, and it is necessary to walk 
several hundred yards to reach the 
point shown in the picture from the 
nearest bus stop. 


Fourth Station on Bombay Site 

Although railways in India date back 
to 1853, when the first train ran from 
Bori Bunder (Bombay) to Lhana, com- 
paratively litte interest is usually taken 
in the railway history of that coun- 
try. Ihose wno knew Bombay may be 
surprised to hear that the new Bombay 
Churchgate station of the Western Rail- 
way, opened last June by Mr. Jagjivan 
Ram, Minister for Railways, is the 
fourth station on the site—a rarity even 
in Britain. 

The first Churchgate was opened in 
1873 as the terminus of the Bombay 
Baroda & Central India. The second 
station was built as a through station 
when the line was extended southwards 
in 1893 to Colaba—the latter an in- 
adequate structure which served as the 
B.B.C.IL.R. Bombay terminus until 1931; 
a feature of the second Churchgate was 
the level crossing at the north end, over 
the double-track line traversed by an 
intensive steam suburban service. In 
1931, the new terminal, Bombay Cen- 
tral, was opened some miles down the 
line, to the north; Colaba was closed 
and the extension to it abandoned, and 
Churchgate was rebuilt for the second 
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Electric trains of the Liverpool Overhead Railway (now closed) at Gladstone 
Dock Station, awaiting scrapping 


time as a terminus, but only of the 
suburban services, which were electri- 
fied in 1928. Since the last war, traffic 
has rather increased, necessitating the 
replacement of the third by the present 
more commodious station. This last, it 
is proposed, will also be served by the 
underground eleciric line, construction 
of which is under consideration. 


A “Dean Goods” in Austria 


When the second world war was 
ended in May, 1945, locomotives of 
more than a dozen countries were to 
be found in Austria. A correspondent 
writes from Vienna that among them 
was a Great Western Railway “ Dean 
Goods” 0-6-0 (G.W.R. No. 2435). 
Taken over with several of the same 
class by the War Department soon after 
the outbreak of hostilities, and num- 
bered W.D.188, this locomotive was 
captured by the Germans at Dunkirk in 








Hunt for 


Traffic 





ee aor 


During the recent Royal Agricultural Show at Nairobi, the Limuru Hunt met 


outside the East African Railways & Harbours showground traffic office 


1940, and was used subsequently in 
occupied territories in Eastern Europe. 
Eventually it found its way to Austria, 
where it fell into the hands of the 
Russians in 1945. After remaining in 
storage at a marshalling yard near 
Vienna, it was handed over by the 
Austrian Federal Railways to the Rus- 
sian authorities in 1948, with about 100 
other locomotives of French and 
Belgian origin, which had been cap- 
tured from the retreating German 
armies. Four years later, these engines 
were restored to their original owners, 
but nearly all were scrapped in Austria, 
and did not return to their home 
countries. The much travelled G.W.R. 
veteran was broken up in October, 
1952, nearly 60 years after it had been 
built at Swindon in March, 1893. 


Satellitis 


All our wrangles about steam 

And such mundane locomotion 
Seem a trifle dated now 

By this satellite commotion. 

“ Kighteen thousand miles an hour,” 
How the railways’ critics scoff! 

Let ‘em; at a speed like that 

What’s one’s chance of getting off? 


When the time has come to try 
Inter-stellar transportation, 

Hardy souls, like some we know, 
May queue up for embarkation. 

1 have other things to do 

With what's left of time and place 
Without worrying about 

Haring round in outer space. 


It’s a comfort, after all, 

Knowing what and where we are; 
And it’s quite a tricky job 
Hitching wagons to a star. 

If man does get to the moon, 
Ten to one there’s nothing in it— 
J can see what’s going on 

At a modest mile a minute! 
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OVERSEAS RAILWAY AFFAIRS 


WESTERN AUSTRALIA 


New Railway Institute at Bunbury 


A new railway institute was recently 
opened at Bunbury by the Minister for 
Railways, Mr. H. C. Strickland. It 
stands on a central position in the town 
and port of Bunbury, 115 miles from 
Perth in the south west of the State. 
Bunbury is the district railway centre, 
as well as the port of the lower south 
west, and as such, has a large railway 
population for whom the institute caters 
socially and educationally. The cost 
of the new structure was £A48,000. 


NEW ZEALAND 
Landslide at Waikokopu 


A landslide that severed the railway to 
Gisborne between Nuhaka and Waiko- 
kopu on August 12, is believed to have 
been the biggest in the history of New 
Zealand Railways. In 2 hr. some 
millions of tons of rock, blue pug, and 
rainsoaked clay slipped down towards 
the sea, carrying with it some 300 yd. of 
the railway and obliterating a nearby 
road. The toe of the slip extended 
100 yd. into the sea beyond the former 
water line when it finally settled. The 
overall extent of the slip was approxi- 
mately 18 acres. Train services had 
been suspended the previous evening, as 
the area had been under close observa- 
tion and there were indications of 
impending movement. For the next 


four weeks traffic between Gisborne and 
Seventy 
19 bulldozers worked round 


Nuhaka was moved by road. 
men and 





The area of the Waikokopu landslide, looking towards Waikokopu 
and Gisborne, showing clearance work in progress 


(From our correspondents) 


the clock to restore the line, and it was 
estimated that 250,000 cu. yd. of spoil 
were moved in the emergency operation. 
The line was reopened to traffic on 
September 9. 

An earlier slip in the same locality, in 
July 1955, swept some 400 ft. of track 
out of alignment and covered the 
coastal road. On this occasion, some 
60,000 cu. yd. of spoil were moved by 
seven machines and the line was re- 
opened in 10 days. 


MALAYA 


Named Passenger Trains 


Several passenger trains now bear 
names,.as a means of popularising them 
with the travelling public. They are: 
the “Southern Cross,” a night train 
Singapore-Kuala Lumpur; the “ Magic 
Arrow,” day train Singapore-Kuala 
Lumpur; the “Golden Arrow,” day 
train Kuala Lumpur-Penang; _ the 
“North Star,” night train Kuala 
Lumpur-Penang; and the “Golden 
Blowpipe,” day train Tumpat to Gemas 
which also includes sleeping cars be- 
cause of the early start in one direction 
and late arrival in the other. 


CANADA 


Operating and Traffic Returns 


The operating revenues of 22 
Class 1 and 2 Canadian railways de- 
clined 3 per cent in July to $111,943,330 
from $115,382,555 earned by 21 rail- 
ways in the corresponding month last 
year, but operating expenses increased 


35 per cent to $105,659,327 from 
$102,109,679. As a result net railway 
operating income declined to $6,284,003 
from $13,272,876 a year earlier. Rail- 
way operating revenues, which represent 
railway, express, commercial, communi- 
cations, and road transport feeder ser- 
vices amounted to $120,777,969 for ihe 
22 railways in 1957, compared with 
$123,971,580 for the 21 railways report- 
ing in 1956. Operating expenses rose 
to $114,159,101 from $110,198,760, 
leaving a net operating income of 
$6,618,868 compared with $13,772,820 
for 1956. 

Revenue freight carried by the 22 
railways in June totalled 16,555,176 tons, 
which developed 6,426,357,000 ton-miles 
for an average haul of 388 miles. This 
compares’ with 19,052,403 __ tons, 
6,965,529,000 ton-miles and an average 
haul of 366 miles in June,1956. Revenue 
passengers numbered 1,945,637 in 1957, 
compared with 2,004,617 in 1956 but 
passenger miles rose to 313,026,000 
from 287,058,000. 


UNITED STATES 


Conversion to Diesel Traction 
The New York, Chicago & St. Louis 
Railroad has announced plans to spend 
some $30,000,000 during the next five 
years to convert the railway completely 
to diesel traction. First deliveries are 
due next spring. 


Coast-to-Coast Sleeping Cars 


In earlier years the Middle West 
cities of Chicago and St. Louis formed 
a kind of frontier in east-west travel. 
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Drewry railcar from Gisborne to Napier passing 
over the newly laid track 
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All passengers travelling through be- 
tween the Eastern and Western States 
had to change trains, and, at Chicago, 
usually to change stations also. Some 
years ago, largely as the result of an 
agitation sponsored by Mr. Robert R. 
Young, the present President of the 
New York Central System, the first faci- 
liies were provided for travel without 
change through both cities, in sleeping 
cars from New York, Philadelphia, 
and Washington to Los Angeles and 
San Francisco, and in complete trains 
from the same cities through St. Louis 
to Fort Worth, Dallas and other points 
in Texas. In these facilities the Eastern 
participants were the New York 
Central, Pennsylvania, and Baltimore 
& Ohio Railroads. 

Because patronage has declined, the 
Pennsylvania has now decided to dis- 
continue its Chicago through workings. 
These include the sleeping cars hitherto 
worked by the Pennsylvania “Broadway 
Limited ” to Chicago, and from there 
to Los Angeles on alternate days by 
the Santa Fe “ Super-Chief” and the 
Milwaukee-Union Pacific “‘ City of Los 
Angeles,” and to San Francisco on 
alternate days by the Milwaukee-Union 
Pacific-Southern Pacific “City of San 
Francisco” and the Burlington-Denver 


Publications Received 


An Outline of Great Western Loco- 
motive Practice 1837-1947. By H. 


Holcroft. Hampton Court, Surrey: 
Locomotive Publishing Co.  Ltd., 
Craven House. 9 in. x 6 in. 168 pp. 
Illustrated. Price 25s—The Great 


Western was the only British railway to 
preserve its identity from the time of 
incorporation to the day of nationali- 
sation, and a degree of continuity com- 
bined with a process of slow evolution 
marked its progress, nowhere perhaps 
so pronouncedly as in the locomotive 
department. The author, himself an 
old G.W.R. man, has gathered to- 
gether a wealth of information on the 
broad gauge, and the highly individual 
prowess of the narrow gauge as first 
administered from Wolverhampton; 
from this beginning he goes on to the 
momentous days of Churchward, and 
his disciples of the inter-war period. 
The early part of the story is strictly 
historical and factual. In dealing with 
the period of Churchward’s develop- 
ments of the years 1900-10 Mr. Hol- 
croft injects many stories and reminis- 
cences of his own time in the Drawing 
Office at Swindon. In _ the later 
chapters he again takes up the rdle of 
an onlooker, writes as one who from 
his close association with R. E. L. 
Maunsell on the Southern was in a 
specially favourable position to judge 
the influence of Great Western practice 
on other British railway companies. 
The book includes many drawings of 
engine details and sub-assemblies. Such 
items as the jumper blast-pipe cap, the 
Swindon superheater. the bar-frame 
bogie. and piston valves are well de- 
picted; there are many line drawings 
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& Rio Grande Western-Western Pacific 
“California Zephyr.” It is said that 
the long layovers in Chicago westbound 
have been in part responsible for the 
reduced public demand. The through 
services to the south west by way of 
St. Louis are being continued. 


Coach Sleeping Cars 


The Budd “siesta” coach, which is 
planned somewhat on the lines of a 
duplex roomette car though with less 
space in each room, and for the first 
time offers “coach” or second class 
passengers the luxury of private room 
sleeping accommodation, seems to have 
justified itself. Though offered by the 
Budd Company to the railways in 1953, 
it was not until 1956 that the first 
examples were introduced on _ the 
Chicago, Burlington & Quincy Railroad, 
in the “Denver Zephyr” streamline 
train between Chicago and Denver; 
each of the two train sets acquired two 
“ siesta” cars, each providing sleeping 
accommodation for 40 passengers in 
32 individual rooms. Since their intro- 
duction these cars have been booked 
almost to capacity almost every night. 

The Baltimore & Ohio has now de- 
cided to try the same experiment, and 
has ordered two such cars from Budd, 
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one each to be incorporated in the 
nightly “ Columbian ”’ sleeping car train 
in each direction between Washington 
and Chicago. 

Actually the Budd Company is build- 
ing 14 more of these cars, so it seems 
probable that other railways have trials 
in prospect. At the time the Burling- 
ton installed “siesta” cars in the 
“Denver Zephyr,” the Milwaukee- 
Union Pacific Railroads tried a similar 
experiment in its competing “City of 
Denver,” but had to use first class 
roomette cars for the purpose. This 
proved uneconomic, however, and the 
service was soon abandoned. 


MEXICO 


Lightweight Train Operation 


The General Manager of the National 
Railways of Mexico, Mr. Roberto 
Amor6s, announced recently that the 
General Motors “ Aerotrain” is to be 
leased for a period of six months. It 
is to be operated with a view to the 
possibility of acquiring similar equip- 
ment for the Mexican railways. The 
train will work on the Mexico City- 
Vera Cruz, Chihuahua-Ciudad Juarez, 
and Monterrey-Laredo lines. 








of locomotives of which no _ photo- 
graphic illustrations are available. 
There are no less than 96 photographs 
reproduced; but except for two in- 
stances of “ convertibles ” there is none 
depicting the broad gauge. The 
coloured frontispiece showing a broad- 
gauge train hauled by the 4-2-2 
engine Bulkeley is a finely drawn and 
well-reproduced piece of work, though 
its incorporation in a bald and ugly 
dust-jacket is not happy. 


Overseas Railways, 1957. London, 
S.W.1: The Railway Gazette, 33, Tot- 
hill Street. 114 in. x 84 in. 124 pp. 
Fully illustrated. Paper covers. Price 
7s. 6d.—Authoritative articles contri- 
buted by top-level executives of rail- 
ways overseas review progress over 
1956-57. Systems covered are those in 
the Commonwealth or in countries 
where British practice is followed in 
many respects. Of special interest this 
year are articles on the railways of 
Spain and Eritrea. General trends in- 
clude greatly-increased traffic resulting 
from expanding national economies 
and the consequent necessary moderni- 
sation, re-equipment, and development 
which is everywhere taking place. The 
maps which constitute a feature of the 
publication have, as usual, been 
brought up to date, and particular care 
has been taken to make the index as 
helpful as possible. 


Car-Sleeper Service-—-The Scottish 
Region of British Railways has pro- 
duced a folder outlining the service 
available during the present winter for 
motorists and their cars by car-sleeper 
service from Edinburgh Waverley, 
Perth, Aberdeen, and Inverness to 


London Kings Cross, and for the re- 
turn journey. Particulars of train ser- 
vices, sleeping car accommodation, 
inclusive fares for driver and car, 
booking arrangements, and_ general 
information are included. 


There and Back in a Day.—Two further 
pocket folders giving “there and back 
in a day” train services for business 
men attending meetings in London and 
the provinces have been issued by the 
British Transport Commission. These 
useful publications cover the period of 
the winter timetables, one dealing with 
trains to, and the other with trains from, 
London. The folders can be obtained 
from British Railways stations, offices, 
and agencies. 


Party Outings by Rail.—An attractive 
56-page booklet has been published by 
the Western Region of British Rail- 
ways for the guidance of organisers of 
party outings. It contains particulars 
of 40 specimen tours, many being com- 
bined journeys by rail, river, and road. 
The booklet is well illustrated with 
photographs and line drawings and 
should be of great assistance to schools, 
clubs, works organisations, and so on. 
The Region has supplemented the 
booklet by producing a 25-min. film in 
colour for showing to __ specially- 
arranged gatherings of organisers. This 
film “ tastes ” suggestions in the book- 
let such as “ no-passport ” excursions to 
France; visits to Windsor, Oxford, and 
Blenheim Palace with river cruises; 
Stratford-upon-Avon; London, with 
theatre bookings provided; Bath; 
Cheddar; Totnes and the River Dart; 
South Wales; and the Isle of Wight. 
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Planning a Freight Transfer Depot 
Some methods of handling full load traffic 


A! a.time when a good deal of 
thought is being directed to the 
physical requirements of freight trans- 
ter depots, it is tempting to outline 
some more unusual ways of handling 
full load traffic which do not so far 
appear to have come under review. 
Whatever general pattern of operations 
is contemplated, it is obvious that if 
the critical tests of price and service are 
to be met successfully, the present 
methods of handling heavy traffics will 
have to be radically changed and new 
plant and equipment introduced 
capable of high speed movement at 
low costs per ton. That heavy capital 
expenditure will be needed is beyond 
doubt, but the potential savings in the 
field of terminal handling are so great 
that the best that engineering skill can 
devise should be sought. 

In considering design, it would seem 
proper from the outset to assume that 
the British Transport Commission 
would be responsible for the whole of 
terminal operations, including cartage 
of all full load traffic to and from 
premises not siding connected. This 
would be in conformity with the in- 
clusive service provided by road 
hauliers, but equally important, it 
would enable terminal operations to be 
better organised and controlled. 

Clearly, if cartage over considerable 
distances is to be included in a price 
no higher than that ruling by road, 
the heavy costs entailed must be met 
by substantial savings in other direc- 
tions. Quite apart from those to be 
realised in train working, three more at 
least offer scope for the planner: 
(1) elimination of manual handling; 
(2) specialisation of cartage fleets; and 
(3) improved wagon user. 

As the new charges scheme is geared 
to loadability, so must terminal plant 
and equipment be adapted to cope with 
traffic in larger consignments. The 
extent to which heavier loads can be 
attracted from road to rail will depend 
to a marked degree on whether hand- 
ling and cartage costs can be made to 
overate in inverse ratio to tonnage 
offered. 


Elimination of Manual Handling 

One of the first problems to which 
attention must be turned is that of 
moving loaded road vehicles and heavy 
packed containers of all kinds from 
door to door without intermediate 
handling of contents. The existing 
container in its many forms will, for 
some time, provide a valuable addition 
to rail facilities, but loads carried in 
present types are comparatively small 
relative to tare weight of rail vehicles, 
and movement costs per ton do not 
vary appreciably for consignments 
requiring more than one container. 
Pick-a-back loading is finding favour 
in the U.S.A. as a means of moving 
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road vehicles and their loads by rail, 
but difficulties of gauge in_ this 
country make similar systems more 
difficult of adoption. Moreover, such 
loads present special problems of 
stability, while loading and unloading 
by end dock adds further complications 
especially where trailers are concerned. 

The economic case for moving self- 
propelled road vehicles by rail is 
probably a poor one inasmuch as ex- 
pensive pieces of machinery designed 
for road movement are immobilised 
during the course of rail transit. 
Furthermore, unnecessary tonnage 
represented by the cab, the engine and 
transmission have to be _ hauled. 
Trailers, on the other hand, are com- 
paratively cheap, light in tare weight to 
load ratio, and their disposition relative 
to power units can be varied according 
to differing conditions. If a solution to 
the problem of safely carrying heavily 
laden trailers by rail and of loading and 
unloading them rapidly at terminals 
can be found, the way is open for 
spectacular changes in terminal 
methods. 

A pre-requisite to any progress would 
appear to be the design of rail vehicles 
and road trailers as complementary 
pieces of plant to work in circuit be- 
tween large centres having special 
terminal equipment to deal with them. 
Rail trucks would require flat frame 
bodies without platforms, large enough 
to carry trailers of up to 15 tons 
capacity. The design would be such 
that trailer road wheels, coupling gear 
and other fitments would be carried 
below top frame level, allowing the 
trailer platform to be supported over 
its full length. To simplify design and 
to give a better pay load, rail vehicles 
might be built to carry two trailers, 
each with its rear wheels towards the 
centre. Whether it would be better for 
the load to rest on longitudinal or 
transverse members of rail trucks would 
be for constructional engineers to con- 
sider in relation to the method of lift 
to be adopted. 


New Lifting Device Needed 


It is manifest that trailers would have 
to be loaded and unloaded by vertical 
lift, but cranes would not appear to be 
ideal for the purpose. They are costly 
in time and labour and the unequal 
stresses they would impose on the types 
of load visualised would undoubtedly 
create special problems in the design 
of road vehicles. Heavy duty fork lift 
trucks of conventional design would 
likewise present problems. An _ ex- 
tremely robust type would be needed 
to lift a vehicle carrying a 15-ton load 
and because it would need an unusually 
wide fork span. it would be a clumsy 
vehicle on roads, which in any case 
would have to be of very expensive 
construction. 


The device that suggests itself is one 
which, for want of a better name, might 
be called a gantry fork crane. ‘The 
form it might take would bear some 
resemblance to a rail mounted gantry 
crane in that it would move on a 
special track and span both the siding 
to be served and the roadway along- 
side. Instead of carrying crane gear it 
would have forks. The ideal number 
of lifting forks would probably be four; 
this would not only provide a well 
distributed lift but enable loads of 
differing lengths to be tackled. 


Method of Working 

The arrival of a train load of special 
wagons would be akin to the docking 
of a ship and unloading appliances 
would be brought into action as rapidly 
as possible. Until design had been gone 
into fully, it would be presumptuous to 
suggest unloading speeds but a target 
that might be aimed at is a maximum 
of 6 min. a wagon. On such a 
timetable, a train of 40 wagons would 
be off-loaded in 4 hr. by one machine 
or in 2 hr. by two. 

To unload a wagon the gantry fork 
crane would move along its rail tracks 
to a position astride the wagon to be 
dealt with, the lifting appliance would 
then be traversed until the forks fully 
engaged the load. After lifting, it 
would be withdrawn to the roadway 
and lowered, either to ground in the 
case of a trailer, or in the case of a 
unit load, to a trailer. Labour would 
comprise the minimum for operating 
and directing the machine and for 
checking vehicle numbers. 

Roadways on the unloading quay 
should allow of free movement of both 
the unloading appliances and trailers 
and no vehicles other than B.T.C. 
should be permitted in this area. Unit 
drivers would move ll _ trailers 
immediately from the unloading quay 
to trailer park. This would need to be 
spacious enough to accommodate 
vehicles containing both inwards and 
outwards traffic. 

Incoming trains, if not positioned at 
once for unloading, would be placed on 
reception roads until an empty train 
could be moved from the~- unloading 
quay. After all inwards traffic had 
been cleared, wagons would be made 
immediately available for outwards 
traffic which would be drawn from the 
trailer park by the unit drivers. 


Area to be Embraced by Depot 


The area to be embraced by each 
modernised depot would need to be 
related to traffic density, the neighbour- 
ing road network and the area available 
for development. Nor should it be 
assumed that only existing British Rail- 
ways and British Road Services traffic 
for the area of operations will be 
handled. Given fast freight services 


running on fixed timings it is more than 
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probable that many national concerns 
now using their own “C” licensed 
vehicles tor distribution would be en- 
couraged to develop types of articu- 
laicd vehicles suited to the plant and 
machinery the B.T.C. had in use. It is 
possible to visualise, for example, a 
firn in the North of England loading 
their own trailer vehicles to London 
where, after quick unloading by rail- 
way staff and movement to trailer park, 
the firm’s own staff would proceed with 
distribution of their product over the 
Southern counties. There seems to be 
no reason why lockable trailer vans 
should not be used if preferred. 

A final objective would be to estab- 
lish freight transfer depots over the 
country at intervals to deal with the 
whole of full load traffic, excluding that 
dealt with over private sidings. The 
problem of household coal requires 
separate study and it might be necessary 
to establish sub-depots equipped with 
mechanical appliances before total 
closure of many small stations could 
be brought about. 


Improved Wagon User 

A scheme embodying the principles 
discussed would produce almost ideal 
wagon user, for wagons leaving depot 
A on a Monday would be unloaded at 
depot B on Tuesday and returned 
loaded to depot A the same day. The 
maximum use would thus be secured 
from expensive plant, with minimum 
of capital expenditure. It would be 
desirable for such wagons to be con- 
trolled individually, so that the where- 
abouts of each was always known. 

By remaining in circuit and in block 
loads, the special wagons would be 
subjected to far less shunting than is 
normally the case and their life would 
be correspondingly extended. The need 
for uncoupling brake pipes, except for 
the removal of defective vehicles, would 
be avoided. 

The considerable empty wagon time 

now expended in movement to and 
over branch lines would be eliminated 
by centralisation. Many branch lines 
are served only once daily and some 
only tri-weekly. The timing of the 
branch pilot often makes it inevitable 
to provide a wagon a day ahead of 
that required for loading. Even if 
loading is done on the day of supply, 
despatch cannot take place until the 
following one. When wagons are made 
spare at one branch station for use at 
another, the delays occasioned by in- 
frequent branch line services and un- 
suitable timings become formidable. 
_ Terminal user time at small stations 
is often extended by the lack of suit- 
able cartage facilities or shortage of 
labour, both of which may have to be 
reinforced from a central depot. Such 
fluctuations in demand could be 
absorbed more readilv at a large depot 
which included an adeouate labour and 
cartage pool. 


Other Uses for Mechanised Plant 


Once devices as suggested were in- 
stalled, their uses could be extended to 
many other functions than the lifting of 
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trailers belonging to British Railways, 
British Road Services, or traders. There 
could be specially designed open con- 
tainers for such things as bricks, cast- 
ings, barrels, bags, cases and other 
trattics that would otherwise have to be 
handled individually. They would be 
designed to admit the crane forks and 
possibly also have moveable tilts to 
tacilitate sheeting. It might be found 
that such containers were more advan- 
tageous than trailers for many opera- 
tions. 

Traffics such as deals, battens and 
boards, tubes, bars and other long but 
light articles, could be loaded into 
suitable flats with side fitments. These 
could be lifted out complete and placed 
for delivery on specially constructed 
trailers capable of carrying up to 15 
tons. 


Standardised Trailer Equipment 

It would be of undoubted advantage 
if designs of heavy trailer equipment, 
both British Railways and British Road 
Services, could be standardised so that 
the driving units of either organisation 
could be used both within and outside 
terminals. It would probably be better 
for the British Road Services to deal 
with the whole of the road work, leav- 
ing the greater part of trunk operation 
to the railways. 


Securing of Loads 

Loads on road trailers and in con- 
tainer flats would have to be secured 
to withstand transit movement and 
this might necessitate some _ special 
education of road operators loading 
them. 

As, however, this movement would 
be by fully fitted block trains between 
centres, there should be less liability 
than at present to rail damage. There 
may be scope for steel taping of loads 
as widely used in industry. 


Movement of Bulk Solids 

The movement of bulk solids to and 
from premises not siding connected 
presents another problem which must 
be overcome if these types of traffic, 
which include much industrial coal and 
road stone, are to be won back from 
road to rail. At present the inclusion 
of terminal handling at one or both 
ends of transit makes it almost im- 
possible to compete against throughout 
road movement. 

Gravity discharge through bottom 
door wagons and properly designed 
chutes undoubtedly provides movement 
in its cheapest form and such facilities 
might be considered where new depots 
are being designed. Breakage is not 
an important factor in industrial coal 
and road stone, but might be with 
other traffics. In the event of such 
facilities being considered desirable, 
provision should be made for road 
vehicles to pass completely below drops 
so that loads could be distributed 
evenly without manual effort. 

The disadvantage of gravity drops 
is that they necessitate the use of 
special types of wagons, which require 
labour to release and put up doors. 
Unless levels are favourable, costs of 
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construction are high, and wagon 
movement over artificial humps does 
not lend itself to capstan working. 
For dealing with such traffics, partic- 
ularly industrial coal, road stone, sand 
and gravel, it might well pay to install 
a tippler designed to discharge direct 
into specially constructed road vehicles 
to contain a complete wagon load of 
material. An _ all-embracing service 
would then be given from door to door. 


Elevating Platform 


For certain traffics, use might be 
made of an elevating platform in- 
corporating a wagon length of rail 
track laid on the roadway and opera- 
ted by hydraulic rams at each end. 
When elevated, road vehicles would 
pass below at right angles to the rail 
track and take their load through 
bottom door outlets. To minimise 
breakages of friable commodities and 
to reduce wind losses of dusty ones, 
the amount of lift could be related 
to the height of the road vehicle to be 
served. This sort of appliance would 
be particularly suitable for discharge 
from such vehicles as bulk grain 
wagons, covhops and others designed to 
incorporate chutes. It would probably 
be economical to provide a platform or 
platforms for two or more such wagons 
to be operated by the same hydraulic 
plant. 

Bulk Liquids 

The movement from rail to road and 
vice versa of bulk liquids or com- 
modities requiring pressurised  dis- 
charge might be undertaken by having 
suitable road vehicles and pumping 
plant. Petroleum and other fuels would 
seem to offer a wide field for the de- 
velopment of specialised cartage. 
Pumps could perhaps be dispensed 
with by elevating rail tank wagons on 
the type of platform suggested earlier. 

The loading of bulk solids to rail 
is commonly done by gravity and docks 
of varying heights for use either by 
end or side tipping vehicles are found 
at many places. An alternative in some 
cases might be found in the provision 
of an elevating platform at rail side to 
lift road vehicles for discharge to 
wagons. The operating advantage of 
such an appliance over a fixed dock 
would lie in its aptitude for loading to 
wagons of varying heights, so reducing 
drop to a minimum. Bulk liquids or 
granular materials might also be dis- 
charged from road to rail by this 
means. 


Conclusion 


In putting forward such definite pro- 
posals, the writer recognises the risks 
run by a layman in discussing technical 
matters. Nor does he under-estimate 
the problems that would have to be 
solved in translating theory into prac- 
tice. The subject is nevertheless of 
some importance and would seem to 
demand the attention of both tech- 
nicians and operators, and it is to the 
general cause of improving terminal 
working methods that the preceding 
thoughts have been devoted. 
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Growing traffic has led to adoption of double-wire mechanical signalling 
with three-position semaphore aspects and some power signalling, double line 
lock-and-block and single line non-token block, to accelerate station working 


the early days of the Kenya & 
Uganda and the Tanganyika Rail- 
ways (now amalgamated as_ East 
African Railways & Harbours) the 
Station signalling consisted merely of 
two home signals operated by the 
stationmaster. All points were hand 
operated, with no interlocking between 
them and the signals or between the 
signals themselves. The stationmaster 
was responsible for seeing that no 
signal was lowered for a train to enter 
a station until a line was free for its 
reception and all relevant points had 
been correctly set and padlocked. 
This was all that could be justified 
with a sparse train service and most 
trains stopping at all stations, but the 
rapid growth of traffic in recent years 
made a more comprehensive system 
essential on the more heavily occupied 
sections, not only to give greater safe- 
guards but also to speed up the accep- 
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tance and despatch of trains when 
crossings were being made, particularly 
on the section of the Kenya and 


Uganda main line between Mombasa 
and Nairobi and Nairobi and Nakuru 
(442 miles of single line) where gross 
trailing tonnages had been increasing 
sharply as follows: 


| Millions of gross trailing tons 
1951 1954 | 1956 

re re 
Mombasa-Nairob 7:7 8-8 10-0 
Nairobi- Nakuru 3-4 3-6 4-2 


| 3 
These sections of line are now near- 
ing capacity with steam and improved 
signalling is essential if full operating 
efficiency is to be maintained. 


After considering various possible 
types of signalling it was decided to 
adopt, as general standard, an im- 
proved form of the double-wire 


system of working points and signals 
from a central lever frame and to 
use 3-position upper-quadrant signals. 
Signalling at the larger stations of 
Mombasa, Voi, Nairobi and Nakuru 
obviously required special treatment 
and was dealt with separately, but 
three standard types of double-wire 
lever frame were designed for use 
at the 63 intermediate stations. Of 
these, 14 have been designated as 
“Type A.” which allows for one- 
way working over the main line and 
the loop; 33 as “Type B,” for two- 
way working over both running lines 
and succession key locking, incor- 
porating a form of facing point lock 
for the connections from running lines 


to sidings; and 16 as “Type Cc,” 
similar to “B” but allowing a third 
line to be used as a running line. In- 


stallation by local staff is now in hand, 
supervision being augmented by staff 


seconded from the manufacturers, and 
the entire programme is scheduled to 
be completed by the end of 1958. 

In each case the lever frame is 
housed in an_ elevated  signalbox 
adjacent to the station building but, 
except in a few cases where one is 
required other than at a station, or 
local requirements make is necessary 
to man it continuously, the duties of 
signalmen are performed by existing 
station staff and the token instruments 
have not been removed from the 
station offices. In each box sufficient 
spare lever spaces have been provided 
to cater for future developments, such 
as layouts modified to allow of simul- 
taneous reception. 


Signal Aspects 

The 3-position signal arms show a 
red, yellow or green light for the 0, 
45 and 90 deg. positions respectively. 
Starting signals have, however, no 
45 deg. position and at the Types “B” 
and “C” stations the lower arms on 
the inner homes work from 0 to 45 
deg. only, as shown on the accompany- 
ing layout diagram. 

The aspects displayed for the various 
possible train movements are as fol- 
lows :— 


ding from their operating mechanisin, 
disp!aying a black bar on a yellow 
ground, horizontal when the points are 
against the movement, and at 45 deg, 
when they are correctly set. These 
indicators are not illuminated at 
night, but have a Webslight reflect- 
ing surface and can be seen readily in 
the light of the locomotive headlamps. 

Points leading to sidings and non- 
signalled loops are key locked and 
controlled by a miniature lever in the 
frame, provided with one or two key 
locks as required. The interlocking is 
so arranged that the control keys can 
only be extracted when the miniature 
lever is reversed, and extraction of any 
one of them locks it reversed, in turn 
preventing any conflicting routes being 
set up or signals cleared. 


Block Working Improvements 


Various other developments and im- 
provements are in hand. These include 
colour-light signals and power-oper- 
ated points worked from an all-electric 
interlocking frame at Nakuru East, the 
introduction of tokenless block work- 
ing on certain sections of single line, 
to avoid loss of time incurred in ex- 
changing tokens, and the installation of 
short sections of double line worked by 
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Diagram showing the sequence of signal aspects governing the various train 
movements at stations 


Each pair of points, other than the 
key locked, is operated and locked by 
one lever. The position of points 
trailing to a movement is indicated by 
elevated indicators operated by rod- 


lock-and-block at the approaches to 
main _ stations. One section, that 
between Nakuru West and Nakuru 
Junction where the line diverges to 
Eldoret and Kisumu, has already been 
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POINT INDICATORS 
POINT INDICATORS 9 (s( r 
Description of levers Movement chart 
1 Up home—clear aspect 
2 Up home—caution aspect Up trains Lever movemenis 
3 Up inner home main line—clear aspect To receive an up train to up inner home signal ; a = .. Pull2 
4 Up inner home main line—caution aspect To receive an up train from up inner home signal on to main line . . Push 13 Pull 4 
§ Ps inner home loop line—caution aspect To receive an up train from up inner home signal on to loop line .. a -- Pea ?7, 13,3 
6 Us fa To pass an up train from inner home signal a on main line .. Push 13 Pull 16, 4, 3 
7 Up acing points and lock To receive an up train on to main line We Push 13 Pull 4, 2 
8 Spare : To receive an up train on to loop line ae -.- Pull 7, 13, 5,2 
* okey starting—clear aspect To pass an up train through on main line Push 13 Pull 16, 4, 3, 2,1 
11 Spare 
12 Control lever for sidings points 
13 Route control lever D iis 
14 Spare own trains 
15 Spare To receive a down train to down inner home signal .. ai .. Pull 23 
16 Up starting—clear aspect To receive a down train from down inner home signal on to main line ws .. Pull 13, 21 
17 Spare : To receive a down train from down inner home signal on to loop line Push 13 Pull 18, 20 
18 Down facing points and lock To pass a down train from inner home signal oueeee on main line s .. Pull 13,9, 21, 22 
19 Spare To receive a down train on to main line : ; Pull 13, 21, 23 
20 Down inner home loop line—caution aspect To receive a down train on to loop line Pull 18, 20, 23 


21 Down inner home main line—caution aspect 
22 Down inner home main line—clear aspect 
23 Down home—caution aspect 

24 Down home—slear aspect 


To pass a down train through on main line 


Push 13. 
ey -. Pull 13,9, 21, 22, 23, 24 


Diagram of layout at type “‘ B”’ station with list of lever functions and sequence of operations for each train movement 
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Diagram of signalling at Nakuru East, showing colour-light running and shunt 


converted from two _ single lines 
worked by tokens to double line 
worked in this manner. The section 
irom the Mombasa marshalling yard 
to the new ones at Changamwe, some 
four miles, also will be converted to 
double line within the next few years. 
This will have two single to double line 
junctions; one at Shimanzi, where the 
double line will be joined by the single 
line serving the oil installations on 
Mombasa Island, and the second where 
the line from the new deep water berths 
at Kipevu joins to provide access to 
and from this new part of the port and 
the Changamwe marshalling yards. 

Plans also are in hand (and space has 
been left for additional tracks in the 
new alignment of the main line) for 
double line working eventually be- 
tween Embakasi and Nairobi, a dis- 
tance of some eight miles. It is likely 
that these sections also will be con- 
trolled by lock-and-block. 


To determine whether all-electric 


signalling is practicable and economical 
in East African conditions, colour-light 
signalling, with the points and signals 
controlled from one all-electric inter- 
locking frame, has been installed as an 
experiment at Nakuru East. The 
signalmen will be Africans and this is 
believed to be the first all-electric 
signalbox in Africa to be operated by 
African staff. If staff economies and 
improved efficiency justify the ad- 
ditional expense of providing and 
maintaining power signalling it is 
probable that similar installations will 
be provided in the Nairobi area and at 
other places where the volume of 
traffic justifies it. 

The Nakuru East installation, 
briefly described in The Railway 
Gazette of July 12, 1957, is depicted 
in the layout plan on this page. A 
normally dark illuminated diagram 
covering the controlled area is sus- 
pended over the lever frame and 
carries a power failure indicator which 
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signals, junction indicators, and so on 


also covers the standby diesel generat- 
ing plant, when operating. The normal 
power supply is 240 V. a.c., 50 cycles, 
obtained from the East African Power 
& Lighting Company. The standby 
set, housed in a room adjacent to the 
relay room on the ground floor, is a 
12 kVA. diesel alternator, which is 
automatically brought into use in the 
event of any interruption to the main 
supply. 

An avoiding line is planned from 
Embakasi to Kibera to allow through 
trains to by-pass Nairobi, for which at 
least seven manual signalboxes would 
be necessary. 

It is possible, however, that the 
entire are2 will be controlled eventually 
from one central!-; situated box, the 
outlying installations being operated 
by a modified form of C.T.C. or 
remote control, but the effects of local 
conditions will require first to be 
studied with respect to the existing 
installation before any decision re- 
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garding installation of further power 
signalling systems can be made. 

One of the biggest problems in 
attempting to speed up station work- 
ing on a single line is the need under 
the present arrangements to exchange 
tokens. Whilst both hand and auto- 
matic methods designed to enable 
trains to effect the exchange at speed 
are feasible, delays occur in the main 
when trains cross and the token from 
the incoming train has to be collected, 
returned to the instrument and another 
withdrawn and then delivered to the 
driver of the outgoing train. 

With any method of traction the 
occupation of the single line from 
Mombasa to Nakuru will be such that 
crossings will be the rule rather than 
the exception at most stations, and 
thus the saving in time if the token 
exchange can be avoided will be con- 
siderable. Accordingly, a small number 
of interlocked tokenless block instru- 
ments have been ordered and will 
shortly be installed experimentally 
between Nakuru West, Nakuru East, 
Lanet and Mbaruk. If successful, they 
may prove to be the answer to this 
problem of increasing single line effi- 
ciency. These instruments control the 





Power signalbox at Nakuru, showing lever frame, with signal and point repeater 
indicators and illuminated track diagram 
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Typical signalbox containing double-wire lever frame at places where token 
instruments remain in the station office 


starting signals, thus ensuring that 
entry into a section cannot be made 
under a clear indication unless the 
exchange of appropriate bell signals 
and releases has been carried out in 
co-operation with the adjoining station. 
Starting signals are provided with 
electric signal reversers controlled, not 
only by the tokenless block instrument 
but also by a short track circuit in 
advance of them. Clearance of the 
block section is only obtained when a 
combination of rail and track circuits 
in advance of the inner home signal at 
the exit of the block section has been 
passed and the inner home signal res- 
tored to the danger position. 

If the experiments with tokenless 
block instruments are successful, it is 
considered that the speed of train 
working over the single lines will not 
fall far short of that claimed for cen- 
tralised traffic control operation as, 
provided tokens do not have to be ex- 
changed, the combination of signalling 
from central frames and the train con- 
trol system should give satisfactory 
results. Admittedly, the instructions 
for crossings and other train move- 
ments will be passed in advance by 
word of mouth to the station staff, who 
will operate the necessary levers in- 
stead of having the route setting and 
signalling indications done by the con- 
troller but, as the majority of the 
stations have to be manned for traffic 
purposes, there would be only a small 
saving in staff to set against the high 
cost of C.T.C. installation. 


Future Programme 


As soon as the installations on the 
Mombasa-Nakuru section have been 
completed, it is intended to extend 
modern signalling progressively over 
(Continued on page 628) 
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Diesel Training in the Eastern Region 


Schemes for main-line locomotive and 
railcar drivers, and maintenance staff 





Lecture room of diesel driver training school at Ilford 


RAINING of drivers for the 20 type 
“B” Brush 1,250-h.p. Mirrlees- 
engined diesel-electric main-line loco- 
motives allocated to the Eastern Region, 
the first of which was delivered on 
October 31, as recorded in our issue of 
November 1, is already in progress, 
having started last month. Based on 
the experience gained in operating 
the Region’s school for diesel railcar 
drivers, the scheme for main-line loco- 
motives consists of a two-week period 
in the classroom followed by one week’s 
practical tuition on the footplate. 

The training school is located tem- 
porarily within the staff hostel at Ilford 
which was described in our December 
5, 1956, issue. Diesel driver training 
has been carried on here since January 
last, when the school moved from Had- 
ley Wood, its original location. At 
present, one recreation room of the 
hostel is used during the daytime as a 
classroom, but permanent self-contained 
accommodation is planned to be built 
nearby; another room is available for 
models and charts. Nearby accommo- 
dation is arranged for the trainees. 


Railear Training 


The courses of instruction for train- 
ing drivers for diesel railcars, were of a 
fortnight’s duration: one week being 
spent in the classroom, the second week 
gaining practical driving experience. 
The weekly intake consisted of 12 men, 
which meant that 24 personnel were 
under training at any one time. 

Three railcars were used for training 
purposes, being allocated by Stratford 
Motive Power Depot from the number 
Stationed there. This arrangement had 


the advantage that over the period of a 
week each of the three types of railcars 
based on the depot were usually met 
with on the course, thus giving drivers 
a wider experience of the slight varia- 
tions in control disposition and so on, 
than they would have if vehicles were 
permanently allocated to the school. 
This, it was felt, makes the drivers more 
versatile and competent. 





The cars ran over specified sections, 
being timetabled to phase in with nor- 
mal traffic—there being no suitable 
branch line which is closed to passenger 
traffic, which could be used for training 
purposes, as for example, the Churnet 
Valley line (near Derby), used by Lon- 
don Midland Region. The cars stopped 
at all stations, each driver completing 
some 100 miles under instruction, this 
being equivalent to between 20 and 30 
stops. 


Classroom Work 


The staff at the training school at 
present consists of a chief instructor, 
assisted by three other instructors. The 
lectures in classroom followed the 
system advocated by the British Rail- 
ways Instructors School at Darlington, 
the needs of the adult being borne in 
mind. At the commencement, the men 
were provided with note books to enable 
them to make personal notes, and 
during the course, other information, 
technical descriptions of the vehicles 
and equipment and so on, and diagrams 
were handed out progressively. Each 
week’s phase ended with an oral quiz 
covering the instruction which had been 
received. Although some of the infor- 
mation received would usually be 
covered by normal maintenance staff 
routine, the trained driver is expected 
to be able to diagnose any fault or 
failure likely to occur in service and to 
be able to take such necessary correct- 
ing action as may be required. 

As stated above, the training of 
drivers for main-line locomotives, will 


Instructor explains a technicality to drivers on second week of course 





THE RAILWAY GAZETTE 





Trainee driver at controls of railcar while others await their turn to drive 


follow a similar pattern as far as 
iheoretical instruction is concerned; 
except that it will be for a period of 
two weeks. As the number of. such 
units on the Region is very limited at 
the moment, however, the practical 
driving experience will, for the present, 
be gained on trains which are on 
scheduled runs. 


Instruction Train 


Additional to the initial training 
obtained at the school, the Region is 
making use also of a two-coach mobile 
instruction train. This train, referred to 
in our issue of August 9, is at present 
touring the principal motive power 
depots in the Region, where it is being 
employed on a voluntary basis, in con- 
nection with the local mutual improve- 
ment classes, to stimulate interest of all 
personnel, drivers and shed staff, in 
diesel units. In the case of drivers who 
have been trained, it will act as a 
refresher, while with untrained person- 
nel, or at depots where diesels have not 
yet been received, it is hoped that the 
train will provide an insight into some 
of the technicalities of the diesel loco- 
motive and railcar. 

This two-coach instruction train, one 
of three converted in Derby works 
earlier this year from existing vestibule 
carriages for use on British Railways, 
is the first to be put into commission. 
The train is laid out to allow for display 
of components of diesel railcars and 
shunting locomotives, and for lectures 
to be given, or films, and so on, to be 
shown, to 38 persons. 

No scheme of regular refresher train- 
ing is at present envisaged for drivers 
who have passed through the diesel 
school at Ilford, as it is felt that a satis- 
factory standard is being reached; in- 
spectors, trained as diesel drivers. do, 
however. accompany diesel drivers from 
time to time on service runs, to ensure 
that the standard is being maintained. 


The importance of ensuring a high 
standard of training not only with 
driving but also with maintenance per- 
sonnel, is realised by the Region and 
plans are in hand for the establishment 
of a suitable school; this will probably 
be at Stratford. Previously, the arrange- 
ment has been to send a limited number 
of fitters for training to the manufac- 
turers of diesel and electric equipment, 
and for the knowledge acquired to be 
passed on to their fellows. This has 
proved satisfactory up to a point but 
the limitations of the system have been 
realised. It is anticipated that the basics 
of diesel engines and associated equip- 
ment. as required for top-head over- 
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haul, inspection of pistons, rings and 
so on, will be covered at the new schocl, 
In common with other Regions, in- 
struction officers and supervisory steff 
as far as mechanical foreman, who are, 
or will be, concerned with diesel main- 
tenance, are being trained at the diesel 
wing of Derby Staff Training Collece. 
This wing, where a centralised scherne 
of training has been in operation for 
some time, was the subject of editorial 
comment in our issue of October 4. 





Signalling Developments in East 
Africa 


(Concluded from page 626) 


the busier sections of line; such token 
instruments as may be replaced by 
tokenless block will be used to equip 
the remaining sections still operated 
under the paper “line clear” system. 

Additionally, a modified form of 
signalling may be introduced on the 
less important lines as an_ interim 
measure until the traffic density justi- 
fies a more comprehensive form of 
signalling. Under the original method 
of hand-operated points pointsmen 
have to be employed at non-inter- 
locked stations and the increasing cost 
of manpower renders any alternative 
scheme financially attractive, quite 
apart from the safety and operating 
advantages. 

All the signalling equipment to 
which reference is made in this article 
has been supplied by the Westinghouse 
Brake & Signal Co. Ltd. through the 
Crown Agents for Oversea Govern- 
ments & Administrations, and is being 
installed by the East African Railways 
& Harbours, supervision being aug- 
mented, as already stated, by staff 
seconded from the manufacturers. 


Running shed staff receiving instruction in the models room of the 
mobile diesel instruction train 
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RAILWAY NEWS SECTION 


PERSONAL 


Elsewhere in this issue we refer editorially 
to the arrival on November 25 of a party 
of seven top-level Soviet railway experts. 


The party, led by Mr. Beshchev, Minister of 
5 consists entirely of 


Railways, U.S.S.R., 
Soviet Ministry of Railway personnel, and 
comprises: Messrs. Voronichev, Mechanical 
Engineer, Chief of a Department; Tish- 
chenko, Electrical Engineer, Chief of a 





Mr. J. R. Pike 
Chief Commercial Officer, B.T.C. 
1955-57 
General Department; Simonov, Deputy 


Chief, Technical Council; Naumov, Chief 
Civil Engineer; Mordvinkin, Chief Engineer 
of a Department; and Riazantsev, Chief 
Engineer, Signalling & Communication 
Department. 


Mr. J. R. Pike, M.Inst.T., Chief Commer- 
cial Officer, British Railways Central Staff, 
British Transport Commission, who, as 
recorded in our November 22 issue, is 
retiring at the end of November, 1957, will 
have completed over 43 years of service by 
that time. Mr. Pike began his transport 
career with the service of the former London 
& North Western Railway in 1914. After 
serving with the R.N.V.R. from 1916 to 
1919 he returned to railway service in the 
Chief Goods Manager’s Office at Euston, 
and, in 1923, was appointed to the newly- 
formed Development Section of that office. 
In 1931 he became Personal Assistant to 
the Vice-President, L.M.S.R. and, in 1933, 
Assistant District Goods & Passenger 
Manager, Leicester. From 1934 to 1938 he 


obtained further extensive commercial experi- 
ence as Assistant to the Chief Commercial 
Manager successively for rates tribunal 
work for research, and for rates and charges. 
On the outbreak of war in 1939 Mr. Pike’s 
services were lent to the Railway Executive 
Committee. In 1942 he returned to the 
L.M.S.R. as Assistant to the Chief Com- 
mercial Manager (Goods), becoming Assist- 
ant Chief Commercial Manager (Goods) in 
1944 and, two years later, Assistant Chief 


Commercial Manager. In January, 1948, 
he was appointed Chief Officer (Goods) to 
the newly-formed Railway Executive, and 
two years later, Chief Rates & Charges 
Officer, in which capacity he was closely 
associated with the preparation of the 
Merchandise Charges Scheme subsequently 
giving the commercial evidence at the pro- 
ceedings before the Transport Tribunal. 
On January 1, 1955, under the new organisa- 
tion of the British Transport Commission, 
he assumed the appointment from which he 
is now retiring. Mr. Pike is a past member 
of Council of the Institute of Transport, 
and has been a frequent contributor of 
papers to its proceedings, having been three 
times the recipient of awards. He is a 
member of the Coastal Shipping Advisory 
Committee and associated conferences, and 
was for 10 years Chairman of the Irish & 
British Traffic Conference. Tributes to his 
outstanding railway commercial experience 
and to the high esteem in which he is held by 
the trading and industrial community were 
paid at a recent meeting of the Winter 


Transport Central Joint Conference by the 
Chairman of the Conference Mr. J. W. 
Watkins (Member of the British Transport 
Commission), and (for the traders) by 
Mr. L. G. Burleigh (Federation of British 
Industries). 


Mr. G. H. Fletcher, O.B.E., M.I.Mech.E., 
M.I.E.E., M.Amer.1.E.E., who is giving 
this year’s Faraday Lecture—see editorial in 
this week’s issue—was born at Preston in 





Mr. G. H. Fletcher 


Who will give the Faraday Lecture 


this year 


1886. He received his technical training 
at the Harris Institute in that town and 
began his career with Dick, Kerry & Co. Ltd., 
with which company he received further 
training. From 1910 to 1914 Mr. Fletcher 
was in charge of a.c. testing and experimental 
work with Dick, Kerry & Co. Ltd. In 
1914 he joined the then British Westinghouse 
Electric & Manufacturing Co. Ltd. From 
1914 he was engaged on the design of a.c. 
motors and in 1917 he became Traction 
Motor Engineer. In 1920, shortly after the 
company had changed its name to Metro- 
politan-Vickers Electrical Co. Ltd., Mr. 
Fletcher became Chief Engineer of the 
Traction Motor Department at Sheffield. 
In 1930 he was appointed Chief Engineer & 
Manager of the Sheffield Works, and, in 
1949, General Manager. From 1949 to 
1954 he was a director of the Metropolitan- 
Vickers Export Co. Ltd. He is now Con- 
sulting Engineer to the Traction Department 
of the General Electric Co. Ltd. Mr. 
Fletcher has held the following appointments: 
Chairman (1938-51) of the B.S.I. Traction 
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Mr. J. R. Strother 


Appointed General Manager, Eastern Region, 
Canadian Pacific Railway 


Committee; twice President of the Comité 
Mixte (an international standards committee 
for electric traction motors and apparatus); 
Chairman of the Engineering Committee 
of the Yorkshire Council for Further Educa- 
tion; twice Chairman of the Sheffield 
Academic Board for Advanced Technology; 
Member of the National Advisory Council 
for Education in Industry & Commerce; 


Member of the Faculty of Engineering, 
Sheffield University; Chairman of the Com- 
mittee for Engineering & Metallurgy, 


Sheffield University; Chairman of the 
Technological Evening Classes Committee, 
Sheffield University; Chairman (1946-51) of 
the Sheffield & Doncaster District Committee 
of the East & West Riding Regional Board 
for Industry; Member (Vice-President in 
1945) of the Sheffield & District Engineering 
Trades Employers’ Association; Chairman 
of the Sheffield Sub-Centre I.E.E. in 1943-44. 


Mr. J. R. Strother, Assistant General 
Manager, Eastern Region, Canadian Pacific 


Railway, who, as recorded in our issue of 
September 13, has been appointed General 
Manager, Eastern Region of that system, 


joined the C.P.R. in 1912 with the Telegraph 
Department in Montreal. In 1914 he 
transferred to the General Manager’s Office. 
He enlisted in the Royal Canadian Horse 
Artillery in 1916, and later saw service in 
France with the Canadian Field Artillery. 
He rejoined the C.P.R. at Montreal and 
served in various capacities until 1934 
when he was appointed Chief Clerk to the 
Vice-President & General Manager at 
Winnipeg. He became Assistant Super- 
intendent at MacLeod in 1939, and, in 1941, 
was appointed to the same position at 
Medicine Hat. The following year he 
became Acting Superintendent of the Calgary 
Division. He was appointed Superintendent 
of the Saskatoon Division in 1942 and of 
the Edmonton Division in 1945. Mr. 
Strother became General Superintendent of 
the New Brunswick District in 1950 with 
headquarters at St. John, and _ was 
appointed Assistant General Manager of 
the Eastern Region in March this year. 


Mr. P. B. Johnson has been appointed 
Assistant District Passenger Superintendent, 
Newcastle, North Eastern Region, British 
Railways. Mr. Johnson began his railway 
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Mr. A. H. Passey 


Appointed Supplies Officer, 
British Road Services 


career at Uxbridge Goods Office on the 
former Great Western Railway in 1929. 
During the war he served in the Royal 
Bucks Yeomanry and the Royal Indian 
Engineers (Tn.). At demobilisation he was 
a Battalion second-in-command at No. 2 
Transportation Training Centre in India. 
Mr. Johnson returned to the G.W.R. at 
Paddington, where he served for a short 
period in the Divisional Superintendent’s 
Train Office. He then underwent two years 
of special training in the Traffic Department, 
after which he worked in various Head- 
quarters offices of the Superintendent of the 
Line at Paddington. In 1949 he was trans- 
ferred to the Chief Commercial Manager’s 
new passenger organisation. He entered 
the North Eastern Region in 1955 when he 
became indoor Assistant to the District 
Passenger Superintendent, Newcastle, the 
position he now vacates. 


Mr. D. S. Inman, District Goods Manager, 
Liverpool, London Midiand Region, British 
Railways, is retiring at the end of next month. 


Mr. Peter B. Wilson has been appointed 
Chief of Operational Research, Canadian 
National Railways. 


New Zealand Railways has announced 
the following appointments :— 

Mr. L. M. Johnston to be District Mech- 
anical Engineer, Wellington. 

Mr. E. M. Read to be District Mechanical 
Engineer, Christchurch. 

Mr. W. F. Hudson to be District Mech- 
anical Engineer, Dunedin. 


Mr. Victor H. Thornton has been appoin- 
ted Transport Officer at the House of 
Commons, succeeding Mr. J. H. Buchanan, 
who has retired. The House of Commons 
transport office is staffed by Thos. Cook & 
Son Ltd. 


Mr. A. H. Passey, Rolling Stock Engineer, 
Chief Engineer’s Department, British Road 
Services Headquarters, who, as recorded 
in our November 8 issue, has been appointed 
Supplies Officer, B.R.S., completed an 
indentured engineering apprenticeship before 
beginning his career in the motor trade. 
In 1923 he joined United Automobile Ser- 
vices. He moved to the East Surrey Trac- 
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The late Mr. A. T. Cheesley 


Production Manager, Metropolitan-Cammell 


Carriage & Wagon Co. Ltd., 1945-54 


tion Company in 1931, later becoming 
Production Engineer, and, after this com- 
pany had been absorbed by the London 
Passenger Transport Board, held an appoint- 
ment as a District Engineer. From 1937 he 
served as Divisional Engineer for the south- 
ern area of the country bus service. Mr. 
Passey joined British Road Services in 1948 
and has held the appointment of Rolling 
Stock Engineer in the Chief Engineer’s 
Department at Headquarters. 


We regret to record the death on Novem- 
ber 14, in his 72nd year, of Mr. A. T. 
Cheesley, M.B.E., Production General Man- 
ager of the Metropolitan-Cammell Carriage 
& Wagon Co. Ltd. from 1945 to his retire- 
ment on December 31, 1953, and a director 
from 1948 to 1953. Mr. Cheesley was born 
on September 6, 1886. He was trained at 
the Great Western Railway Works at 
Swindon as a Locomotive, Carriage & 
Wagon Engineer and, after the 1914-18 
war, was appointed Assistant Works Man- 
ager of the Carriage & Wagon Department 
at Swindon. In 1922 he left G.W.R. service 
and joined the Midland Railway Carriage & 
Wagon Co. Ltd., then controlled by Cammell 
Laird & Co. Ltd., to become Works 
Engineer at Washwood Heath, Birmingham. 
He was transferred to the Leeds Forge 
Co. Ltd., also owned by Cammell Laird, as 
Works Manager in 1925. In that capacity 
he was in charge of the company’s steelworks 
and marine furnace plant as well as the 
special pressing department and railway 
rolling-stock workshops. Mr. Cheesley 
returned to Birmingham to become Works 
Manager at Washwood Heath after the 
formation of the Metropolitan-Cammell 
Carriage & Wagon Co. Ltd., following the 
merger of the rolling-stock interests of 
Vickers Limited and Cammell Laird & Co. 
Ltd. in 1929. In 1945 he was appointed 
Production General Manager, having control 
of all production at the four works in the 
Birmingham area. He joined the board in 
1948. At the time of his retirement in 1953 
he was also a director of Metropolitan- 
Cammell-Weymann Limited and of the 
Patent Shaft & Axletree Co. Ltd. At that 
time also he had been a member of the 
Management Board of the Engineering & 
Allied Employers’ Association (Birmingham 
& District Area) since 1945. 
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The Tilling Group announces the appoint- 
ment, with effect from December 1, 1957, of 
Mr. T. W. H. Gailey, M.A., as Director & 
General Manager of the Western and 
Southern National Omnibus Companies 
Limited, both of which companies share an 
office at Exeter. Mr. Gailey, who is 51, 
was educated at Kings School, Rochester, 
and University College, Oxford. He is at 
present Assistant General Manager & 
Traffic Manager of the Bristol Omnibus Co. 
Ltd. He joined the West Yorkshire Road 
Car Co. Ltd. as Assistant to the Traffic 
Manager in 1932, and was subsequently 
Assistant to the General Manager from 1936 
to 1940. He served in the R.A.F. from 1940 
to 1945, and became Assistant Traffic 
Manager to the Bristol Omnibus Co. Ltd. 
(previously the Bristol Tramways & Carriage 
Co. Ltd.) in 1945. Since then his experience 
has been on the traffic side with that company, 
as Traffic Manager since 1954, and as Assis- 
tant General Manager and Traffic Manager 
since May | this year. 


The London Midland Region of British 
Railways announces the following appoint- 
ments :— 

Mr. J. Noden to be Carriage & Wagon 
Works Manager, Gorton. 

Mr. E. E. Burgis to be Assistant District 
Goods Manager, Broad Street. 

Mr. W. T. Abbiss to be Assistant District 
Operating Superintendent, Derby. 

Mr. J. F. H. Kearney to be Assistant 
District Traffic Superintendent (Traffic Oper- 
ating), Chester. 

Mr. J. Hollingsworth to be Assistant to 
District Traffic Superintendent (Passenger), 


District Traffic Superintendent’s Office, 
Chester. 
Mr. E. A. Drinan to be Assistant to 


District Operating Superintendent, Rugby. 
Mr. W. Brownlee to be Assistant to Dis- 
trict Operating Superintendent, Crewe. 
Mr. H. L. Arber to be Assistant (Electrifi- 
cation Works Section), Euston Chief Civil 
Engineer’s Office. 
Mr. H. G. Bill to be Assistant to District 
Engineer (Works & General), St. Pancras. 
Mr. D. P. Burns to be Assistant to 
District Engineer (Works & General), 


Bangor. 
Mr. S. 1. W. Willshee to be Assistant to 
District Engineer (Works & General), 


Derby (North). 

Mr. A. B. G. Holland to be Assistant to 
the District Engineer, Manchester. 

Mr. W. P. Alexander to be Assistant to 
the District Engineer, Derby South. 

Mr. R. G. M. Dobbie to be Assistant to 
District Engineer, Northampton. 

Mr. J. Gwilliam to be Stationmaster, 
Leicester (London Road) in charge Humber- 
stone Road. 

Mr. E. J. H. Hill to be Goods Agent, 
Nottingham. 


Dr. W. P. Mansfield has been appointed 
Director of Research, British Internal 
Combustion Engine Research Association, 
with effect from March 1, 1958. He is to 
succeed the first Director of the Association, 
Engineer Rear-Admiral D. J. Hoare, who 
is retiring. 


Mr. John Price, Sales Manager of Pollard 
Bearings Limited, has returned from a five- 
month sales tour in Canada during which he 
secured orders worth $2 million for bearings 
for automobiles and agricultural and indus- 
trial machinery for the Canadian and 
American markets. 


We regret to record the death on Novem- 
ber 11, while on holiday in Gibraltar, of 
Mr. P. M. Parish, Chairman of the Eyre 
Smelting Co. Ltd., Fry’s Metal Foundries 
Limited, International Smelters Limited, 





THE RAILWAY GAZETTE 


Fry’s Diecastings Limited, and Stone-Fry 
Magnesium Limited until his retirement at 
the age of 65 less than a year ago. Mr. 
Parish was also Secretary of the two last- 
mentioned companies. 


Mr. Miles Beevor has joined the firm of 
Ashurst Morris Crisp & Company, Solicitors, 
as a partner. 


Mr. Harry C. Stebbens has been appointed 
Managing Director of Acrow Engineers 
(Export) Limited. 


Mr. D. A. C. Bennett, chief executive of 
the Brazilian manufacturing company of 
the Dunlop Rubber Co. Ltd., has been 
appointed Overseas Sales Manager in 
London. 


Rear-Admiral J. E. Cooke has joined 
Vokes Limited as a Consultant. Rear- 
Admiral Cooke retired from the Royal Navy 
in July this year. His last service was as 
Engineer-Manager, H.M. Dockyard, Ports- 
mouth. 


Mr. J. W. Plowman (Dewrance & Co. Ltd.) 
has been elected Chairman of the British 
Valve Manufacturers’ Association for the 
year 1957-58. The retiring Chairman, Mr. 
N. P. Newman (Newman, Hender & Co. 
Ltd.) has been elected Vice-Chairman. 


Mr. J. W. Tidswell has been appointed 
General Manager of Dunlopillo in the 
Dunlop Rubber Co. Ltd. He will have 
executive responsibility for the Division and 
its associated companies. Mr. G. F. Carr 
continues as the Division’s General Sales 
Manager, and will also be responsible for 
the sales of the associated company, Xetal 
Products Limited. 


Mr. C. D. O’Sullivan has been re-appointed 
President, and Mr. T. S. Dally Vice-President 
of the Society of British Paint Manufacturers 
Limited. The four vacancies on the Council 
were filled by the election of the following: 
Mr. C. A. F. Hastilow (Docker Brothers); 
Mr. P. Leigh-Bramwell (W. & J. Leigh 
Limited) succeeding the late Mr. Herbert 
Leigh of that company; Mr. C. R. Petrie 
(International Paints Limited), and Mr. 
W. J. Vines (Lewis Berger & Sons Ltd.). 
Mr. F. A. Bignell was re-appointed Honorary 
Treasurer, and Messrs. Lithgow, Nelson & 
Company were re-appointed Auditors. 


Following the recently-announced appoint- 
ment of Mr. Turner-Hughes as Chief Sales 
Executive of Simms Motor Units Limited 
(see our November | issue), Mr. W. Newland, 
Commercial Manager, has been appointed 
Export Manager for the company and the 
group. He also becomes Assistant to the 
General Manager, Mr. J. Ayres. Mr. N. J. 
Ellerbeck succeeds Mr. Newland as Com- 
mercial Manager. In the Sales Division, 
Mr. W. H. Binns has been appointed Sales 
Manager, Operators Division, and Mr. 
D. H. Henry becomes Sales Manager, 
Manufacturers Division. Mr. E. Broom 
succeeds Mr. Ellerbeck as Branch Controller, 
Mr. J. Bell succeeds Mr. Broom as Manager 
at Birmingham, and Mr. J. Eite, now 
Assistant Branch Manager at Kilburn, 
succeeds Mr. Bell as Manager at Cardiff. 
Mr. Ellerbeck, already the recipient some 
weeks ago of a presentation in official 
recognition of his 25 years of service to 
the company, received another on behalf of 
the company’s 17 Branch Managers from 
Mr. G. E. Liardet, Chairman & Managing 
Director, at the Annual Dinner on 
October 14. 


Mr. Leslie Gamage has been appointed 
Chairman of Pirelli-General Cable Works 
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Limited, succeeding Sir Harry Railing, who 
has resigned from the board of that company . 


Mr. George C. Wells has been appointed 
President of the Union Carbide Inter- 
national Company, a Division of the Union 
Carbide Corporation. He succeeds Mr. 
Alexander MacKenzie, who is retiring after 
more than 40 years with the Corporation. 


In the course of a private visit to Canada 
and the U.S.A. Mr. C. E. R. Sherrington, 
Director, Research Information Division, 
British Transport Commission, delivered the 
Beaumont Lecture at Yale University on 
November 15 and gave an address at McGill 
University on November 1. 


Mr. Charles F. Mayer, formerly Commer- 
cial Overseas Manager for Trico-Folberth 
Limited, has been appointed Managing 
Director of the new company, Trico Pty. Ltd., 
which has been formed by Trico-Folberth to 
manufacture the Trico windscreen wiper 
equipment in Australia. Other directors 
are Mr. Paul N. Matton and Mr. Rupert 
Warren. Mr. Mayer left for Australia, via 
the Trico Products Corporation in Buffalo, 


New York, on November 14. He was 
accompanied by Mr. L. L. Meadows, 
formerly Assistant to Works Manager, 


Trico-Folberth Limited, and now appointed 
Technical Manager. Mr. Meadows will be 
responsible for production in Australia. 


The Brush Group announces the following 
appointments: Mr. J. Calderwood, Tech- 
nical Director of Associated British Oil 
Engines Limited, has been appointed an 
Executive Director of the board of the 
Brush Group Limited. Mr. Maurice Tat- 
tersfield, hitherto Managing Director of the 
Brush Electrical Engineering Co. Ltd., is 
relinquishing these responsibilities and has 
been appointed an Executive Director of the 
board of the Brush Group Limited. He 
remains a non-Executive Director of the 
Brush Electrical Engineering Co. Ltd. 
Mr. B. L. Goodlet, hitherto Director & 
Chief Engineer of the Brush Electrical 
Engineering Co. Ltd., has been appointed 
Managing Director of that company. Mr. 
R. G. Hooker, Director & General Works 
Manager, Brush Electrical Engineering Co. 
Ltd., has been appointed Director & General 
Manager of that company. 


TRANSPORT USERS’ CONSULTATIVE COMMITTEE 
YORKSHIRE AREA 


The second term of office of the Transport 
Users’ Consultative Committee for the 
Yorkshire Area having expired, the following 
appointments have been made to the new 


Committee, effective until October 30, 
1960 :— 
Chairman 
General Sir Roy Bucher. 
Members 
Messrs. J. Illingworth, J. H. McCloy* 


(representing Agriculture); J. H. Gibb, H. 
Bradley, K. Campbell-Cullen, A. B. Shipley, 
C. Woodhouse,* W. J. Price (representing 
Commerce & Industry); W. Barr (representing 
Shipping); F. Stott, F. Robinson (representing 
Labour); Alderman A. Pickersgill, J.P., County 
Councillor N. Bisby, Alderman J. Rafferty, 
AldermanG. A. Brown,* Councillor F. McHugh 
(representing Local Authorities); Messrs. 
F. Grundy, H. L. Hopkins (representing the 
British Transport Commission); Mrs. K. 


Jackman, Mr. O. A. Radley (Additional 
Members). 
Secretary 

Mr. H. S. Rex. 


* Indicates new member. 
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NEW EQUIPMENT AND PROCESSES 


White Line Paint for 
Workshops 


A PAINT, based on chlorinated rubber, 
has been produced specially for white 
lines in workshops. 
Pitan Factory White Line paint is suit- 
able 


for indicating traffic lanes, storage 
areas and so on. An advantage of the 
paint is stated te be its quick drying 


nature, due to the chlorinated rubber base, 
allowing white lines to be painted without 
disrupting normal production. A further 
advantage is that it is alkali resistant. 

The paint, which is suitable for both 
indoor and outdoor applications and most 
flooring surfaces, is applied by brush in the 
usual way. 

Delivery is ex stock; further details, 
including price, may be obtained on appli- 


cation to the manufacturer, Allweather 
Paints Limited, 36, Great Queen Street, 
London, W.C.2 


Loudspeakers for Outdoor 
Applications 


RANGE of three re-entrant horns with 

diaphragm loudspeakers are stated to 
be suitable, because of their robust con- 
struction and resistance to weather, vibra- 
tion and shock, for all types of outdoor 
applications including railway stations and 
workshops 

The EL7050/00 diaphragm loud- 
speaker, which is complete with trans- 
former, is suitable for use with any of 
the three re-entrant horns. The maximum 
power at continuous load is 10 W. The 
net weight is 2:3 lb. The price is £8 10s. 
and delivery can be made ex-stock. 

The three re-entrant horns are designated 
types 9863, 9864 and EL7120. The type 
9863 is made of cast aluminium and is 
suitable for sneech. It 
range: 350-8,000 
persion of 


type 


has a frequency 
of dis- 
deg. 


c/s.. an angle 
approximately 90 


The 


net weight of the loudspeaker is 96 lb. 

Type 9864, also of cast aluminium, is 
suitable for speech and music and has a 
frequency range of 250-8,000 c/s. The 
angle of dispersion is approximately 70 
deg., and net weight is 25-5 lb. It is pro- 
vided with a mounting which enables it 
to be directed over 90 deg. 

Type EL7120 is of reinforced Philite 
which is not affected by chemical vapours, 
and is suitable for speech. With a fre- 
quency range of 300-8,000 c/s., the angle 
of dispersion is approximately 90 deg. 
The mounting allows the speaker to be 
directed over 180 deg.; the weight is 5 lb. 

The prices of the three horns are (in 
order of mention) £9 10s., £20, and £6 10s. 
Delivery is ex-stock except for the last 
mentioned, type EL7120, which is 3-4 
weeks. The manufacturer is Philips Elec- 
trical Limited, Century House, Shaftes- 
bury Avenue, London, W.C.2. 


Centralised Machine 
Lubrication 


A SMALL lubricator for the centralised 

lubrication of machine tools, small 
presses, and so on, is now available. This 
is the Multiminor, which has been im- 
proved from a previous design. 

The device ensures that each greasing 
point on a machine is lubricated regu- 
larly and although designed for use with 
grease, it is stated to be equally effective 
with oil. One downward movement of the 
lever effects lubrication of one to eight 
points. 

An important feature of the device 
is that the internal piston feeding each 


point—all of which are at different 
levels—in succession, cannot feed lubri- 
cant to an outlet until discharge of 


lubricant to the previous outlet has taken 
place. This means that it does not really 
matter whether one bearing to be lubri- 
cated is loose and another tight, as all will 
get the same amount of lubricant. 

The improved model has a de-aerating 








screw, so that grease can be de-aerated, 
thereby avoiding air-locks. It also incor- 
porates a locking bracket for the lever 
during periods of rest. 

Other details of the lubricator include: 
capacity of container, 9 oz. grease or } pt. 
oil; output per point for each lever move- 
ment, 0-4 gm.; consistency of grease, 
A.S.T.M. 280 or over (non-fibrous); overall 
height, 93 in. Fixing holes are + in. dia. 
x 33 in. centres, and lubricator outlet 
threads are } in. B.S.P. Fittings which are 
available include 4 and -% in. o.d. banjo 
solder-type fittings, and 4-in. straight 
solderless fittings. 

The price of the Multiminor without 
fittings is £10 10s. Other details, includ- 
ing delivery, can be obtained from the 
manufacturer, Centralube Limited, Great 
Western Trading Estate, Park Royal 
Road, London, N.W.10. 


‘Improved Protective Clothing 


THE manufacturer has introduced a 

further model to its Jeltek range of 
donkey jackets, which is stated to offer a 
considerable degree of protection against 
wet weather, and particularly suitable for 
gangers and similar outdoor staff. Known 
as the Weatherjac, it is made from 30-oz. 
blue Melton material, with two outside 
patch pockets, storm collar, and saddle 
lining. 

A feature of the jacket is the panel of 
waterprof p.v.c. coated fabric built into 
the back, across the shoulders and 
down the tops of the arms. Besides 
reinforcing the jacket where it receives the 
most wear and tear, the p.v.c. affords 
greater protection against the weather than 
the ordinary jacket with waterproof saddle 
lining. 

The p.v.c. trimming is available in a 
variety of colours which can provide an 
aid for identification purposes. In addition, 
the p.v.c. back pariel presents a surface for 
the special Jeltek marking process. 

The Weatherjac donkey jacket is avail- 
able in a range of sizes from 36 in. to 
46 in., and can be indelibly marked with 
customers’ own name, mark or emblem. 

It is manufactured by J. E. Lesser & 
Sons Ltd., Green Lane, Hounslow, Middle- 
sex. 
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Metropolitan-Vickers 
Transformer Factory Opened 


The Duke of Edinburgh formally 
opened the Metropolitan-Vickers Electrical 
Co. Ltd. transformer factory at Wythen- 
shawe, Manchester, on November 22. 

The works cover 28 acres of a 40-acre 
site leased from Manchester Corporation. 
The total floor area of the factory is 
285.000 sq. ft. and the offices and canteens 
cover 75,000 sq. ft. in addition. There is 
provision on the site for factory and offices 
to be doubled in size, and the remaining 
space has been set aside for additions to 
research facilities. These will include 
laboratories for nuclear metallurgy. 

Site clearance started in August, 1954; 
the main building was completed in 
December, 1956, and the offices, canteens, 
and ancillary buildings six months later. 
The total cost of buildings, services and 
manufacturing plant was some £3,000,000 
Occupation began in May, 1956, and was 
largely completed by August, 1957. 

The factory provides for the manu- 
facture of the largest sizes of transforme! 
within the limitations of transport. It is 
equipped with cranes to lift 240 tons, and 
on the basis of present day design could 
produce a group of three single-phase units 
with a combined rating of 600 MVA. at 
500 kV. Among the largest transformer 
ratings for which the company has orders 
at present are a 225-MVA. three-phase 
generator transformer stepping up to 295 
kV. for the Central Electricity Authority 
and two 150-MVA. three-phase trans- 
former groups for Yallourn, Australia, 
where the voltage is stepved up to 345 kV. 


Rectifier Equipment 
Among the power rectifier equipments 
built at Wythenshawe are the glass bulb, 
steel tank and germanium types. Many 
of these are provided with grid control 
to give wide variation of d.c. voltage. 
To reduce handling to a minimum, equip- 


ment for shotblasting, atomic hydrogen 
welding, high vacuum pumping and leak 
detecting is available in the same bay, 


with electrically heated ovens and bakeout 
plant. Some of the single anode steel 
tank rectifier equipment being manu 
factured is for British Railways Glasgow 
suburban lines. 

The east end of the factory is almost 
entirely occupied by the various test de- 
partments. The layout is such that no 





Exterior of combined waiting room and tearoom on No. 4 
platform, Sheffield Victoria Station 
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Assembly of medium-power transformers at the Wythenshawe factory 


work in progress, or work for despatch, 
need be carried over any of the test areas. 
Power is supplied from the sub-station, a 
separate building at the north end of the 


factory, which houses 11 motor-generator 
sets, the largest having a capacity of 
30 MVA. These test machines can be 


remote controlled from the test rooms. 

A 2,500,000-V., 15-step impulse 
generator having a discharge energy of 
67,000 joules is placed beside the main 
test area, together with a 2-m. sphere gap 
and potential divider for impulse voltage 
measurement, cathode ray oscillographs, 
and a dark room. Other items of testing 
equipment include 650-kV. and 750-kV., 
single-phase 500-kVA. testing transformers 
primarily used for transformer insulation 
and withstand tests. Transformers under 
test, as well as the testing equipment, are 
controlled from a high gallery running the 
full length of the test area. The measuring 
instruments, selector panels, and change- 
over cubicles are located on this gallery, 


and a further observation gallery runs at 
tight angles. 

The main contractor was George 
Wimpey & Co. Ltd.; the railway sidings, 
which link up with the Liverpool-Stock- 
port line, were by Thos. W. Ward Limited. 








Modernised Public Rooms 
at Sheffield Victoria 


The second stage in the modernisation 
of the waiting rooms, refreshment rooms, 
and ladies’ lavatories at Sheffield Victoria 
Station was reached on October 28, 1957, 
when a new combined general waiting 
room and tea room, and a new ladies’ 
waiting room and lavatory were opened 
on Platform No. 4. 

The tea bar in the combined waiting 
room and tea room is separated from the 
seating area by a roller shutter so that the 





Interior of combined room showing wall mosaics and fixed 
seating near the bar under a false ceiling 
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fixed seating and table accommodation 
becomes an extension of the general wait- 
ing room when the tea bar is closed. The 
walls of this room are faced with mosaics 
and the screen facing on to the platform 
is completely glazed. 

The fixed seating is formed in bays 
positioned under a lower ceiling and the 
table tops and tea bar front are of a 
plastic laminate incorporating a _ leaf 
design. Electric convector heaters have 
been installed. 

A feature of the new ladies’ waiting 
room is an oil painting by Miss Elina 
Bellingham Smith called “Tea Gardens,” 


measuring 6 ft. by 5 ft. The ladies’ lava- 
tory and waiting room have similar 
finishes to the rooms already in use on 


Platform No. 3 which were completed as 
part of the first stage of the modernisation 
programme on July 23, 1957. 

The fittings and finishes in all rooms 
have been chosen for their good appear- 
ance, wearing qualities and freedom from 
maintenance. 

The final stage will now be started and 
will include the modernisation of the 
main refreshment room and bar on Plat- 
form No. 3. It is expected that the work 
will take several months to complete. 


RAILWAY BENEVOLENT INSTITUTION.—At a 
meeting on November 19 the Board of 
the Railway Benevolent Institution granted 
annuities to five widows involving an addi- 
tional liability of £84 per annum. Sixty- 
eight gratuities were also granted amount- 
ing to £693 10s. to meet cases of imme- 
diate necessity. Grants made from the 
Casualty Fund during the month of Octo- 
ber amounted to £1,020. 


MAIDSTONE BUS FARES 
South Eastern Traffic Licensing Authority 
has granted in full an application by 
Maidstone Corporation Transport Depart- 
ment to charge higher fares on trolley- 
buses and buses. The increases are mainly 


INCREASED.—The 


of one-halfpenny on fares under 6d. 


Armature 


balancing at new G.E.C. traction motor works 
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New G.E.C. Traction Motor Works 


Extensive use of electronic equipment 


The new factory of the General Electric 
Co. Ltd. at Dudley Port, which is devoted 
to the construction of railway and other 
traction motors, recently went into full 
production. It is within easy reach of 
the company’s main works at Witton, 
Birmingham. 

The floor area is 80,000 sq. ft. With 
the present equipment and a staff of 250, 
the output capacity is £1,000,000 of equip- 
ment a year; this will be expanded to 
£2,000,000 in due course, requiring a 
labour force of 400. 

The plant is a self-contained manufac- 
turing unit, handling all processes from 
the raw material stage to the final 
assembly and testing. The floor area is 
well laid out for flow production, with the 
heavy machining section near the raw 
material stores. The equipment includes 
heavy duty planers, plano-miller, vertical 
and horizontal borers, automatics, cap- 
stans, turret and copying lathes, radial 
drills, shapers, and slotters. 

This section is flanked by sections for 
core-building, commutator building, tool 
stores, and light machining bay. 

By this arrangement all machinery and 
mechanical sub-assemblies are confined to 
an area well removed from the coil wind- 
ing and assembly sections. 


Assembly 


Assembly of the core laminations on 
the steel centre is carried out on a 100-ton 
hydraulic press. Machine formers are 
used in the manufacture of the strip used 
for armature winding. Care is taken in 
the seasoning of the commutators, which 
are progressively tightened while heat is 
applied during a soaking period. For 
balancing of armatures, special electronic 
equipment developed by the company is 
used. Meters are fitted to show both the 
exact weight and position of the balance 
weight required. Electronic equipment is 
also used to trace and show the location 
of any insulation faults. 


For the handling of work in progress 
and finished components and machines, 
the overhead cranes are supplemented by 
jib cranes attached to the main pillars. 
In the light machine bay a 5-cwt. hoist 
block and mono-rail are supported from 
overhead channels arranged so that the 
hoist block can be traversed both across 
and along the machine area, thereby 
giving rectangular coverage. 

The layout of the Test Department has 
been arranged to cover testing of 50 main 
driving motors and auxiliary equipment 
per week, also main generators for diesel- 
electrics up to 800 kW. 

There are four main test beds, each 
with its own test panel and _ forced- 
ventilating air supply. Each test panel is 
equipped with all the necessary controls 
and permanently installed instruments so 
that only one overator is required for run- 
ning a test. 

Power is supplied by four motor- 
generator sets housed in the adjoining 
substation. Each consists of a driving 
motor direct-coupled to two generators, 
one giving a high-voltage supply and the 
other a heavy-current low-voltage supply. 

Suppliers of equipment include :— 

Planers John Stirk & Sons Ltd. 


Plano-miller Noble & Lund Limited 
Boring mills Craven Bros. (Manchester) 


Ltd. 
Geo. Richards & Co. Ltd. 
Geo. Richards & Co. Ltd. 
Collet & Engelhard Limited 
Butler Machine Tool Co. Ltd 
William Asquith Limited 


Horizontal borers . . 


Slotters 

Radial drills ay 

Turret lathes and 
automatics ik 

Grinders... 

Centre lathes 


Edward G. Herbert Limited 
Newall Engineering Co. Ltd. 
George Swift & Sons Ltd. 








BRITISH RAILWAYS FREIGHT CHARGES.—The 
Transport Tribunal heard on November 20 
the British Transport Commission appli- 
cation for confirmation of the 10 per cent 
increase in freight charges which was 
brought into effect last August. There 
were no objectors to the application. 





Test Department, showing some of the test beds 
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Parliamentary Notes 


Stations in Manchester 


Mr. G. R. H. Nugent, Joint Parlia- 
mentary Secretary to the Ministry of 
Transport & Civil Aviation, replying in 
the House of Commons on October 31 to 
pleas from Mr. W. R. Williams (Open- 
shaw—Lab.) and Sir Robert Cary 
(Withington—C.) about the need for im- 
proved station facilities in Manchester, 
said he found it difficult to understand how 
the citizens of Manchester, who had made 
such splendid provision for this country 
in many ways and, indeed, had not failed 
to care for themselves in others, had failed 
in the past to provide themselves with 
betier stations. 

It was common knowledge that nearly 
all stations were built in the last century. 
Very few of them were modernised be- 
tween the wars, and they had not time to 
do much since. He had inquired into the 
Manchester problem, and the B.T.C. had 
plans for Londcn Road which were 
scheduled to start within the next 18 
months. 

The plans provided for the lengthen- 
ing of platforms and increasing the number 
to meet the extra traffic expected when 
electrification was completed. It was 
also intended to provide for a general 
modernisation of the whole station, in- 
cluding better lighting, re-positioning of 
buildings, and it was certainly intended that 
new refreshment rooms should be pro- 
vided. 

“T should say that I have made it my 
business and, indeed, my interest since | 
have been in my present Department,” 
continued Mr. Nugent, “to tour the 
country whenever I could see what the 
Commission was doing with its modernisa- 
tion schemes in the different railway 
Regions. ... Although the Commission 
has not been able to do much in the 
stations yet, where it has been able to do 
something it has done it very well.” 





Questions in Parliament 


Compensation for Railway Directors 

Mr. Ian Mikardo (Reading—Lab.) asked 
the Minister of Transport & Civil Aviation 
on November 13 what compensation was 
paid to the directors of the four main-line 
railway companies for loss of office follow- 
ing nationalisation. 

Mr. Harold Watkinson: No compensa- 
tion for loss of office was paid to the direc- 
tors of the four main-line railway com- 
panies by the B.T.C. 


Station Taxi Ranks 


Mr. Fenner Brockway (Eton & Slough 
Lab.) asked the Minister of Transport & 
Civil Aviation on October 30 what 
decision had been reached as a’ result of 
his discussions with the Chairman of the 
B.T.C. regarding the abolition of privileged 
taxi-ranks at railway stations. 

Mr. Harold Watkinson: The Chairman 
of the B.T.C. has given me his report, 
and to complete the picture I am now 
obtaining the views of the representatives 
of users by referring the matter to the 
Central Transport Consultative Committee 
and to the Scottish and Welsh Transport 
Users’ Consultative Committees. 

Mr. W. Griffiths (Manchester Ex- 
change—Lab.) asked the Minister whether 
he was aware that the licensed taxi-cabs 
in Manchester are allowed free access to 
the station approach at three main line 
Stations, but not at the Exchange station; 
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and whether he would take action to end 
this anomalous situation in the course of 
his discussions with the Chairman of the 
B.T.C. 

Mr. Watkinson: The conditions at Man- 
chester Exchange Station are exceptional 
because of the local licensing difficulties. 
1 understand that the General Manager of 
the London Midland Region of British 
Railways is looking into the matter with 
the interests concerned. 


Effluent Discharge from Trains 


Mr. D. T. Llewellyn (Cardiff N.—C.) 
asked the Minister of Health on 
October 29 to what extent effluent dis- 
charged from trains is contributing to the 
spread of poliomyelitis or other infections; 
and whether he would consult with the 
B.T.C. so as to ensure that British Rail- 
ways include in their modernisation plans 
better processes for dealing with effluent. 

Mr. D. Walker-Smith: I am advised that 
study of the location and environment 
circumstances of notified cases of polio- 
myelitis affords no support for the view 
that effluent from railway trains is a 
determining factor in the incidence or 
transmission of the disease, and that there 
is no evidence of other infection being 
attributable to this cause. I do not, there- 
fore, feel it appropriate to pursue this 
matter further in the way which has been 
suggested. 


Railway Capital Investment 


Mr. Ernest Davies (Enfield E.—Lab.) 
asked the Minister of Transport & Civil 
Aviation on November 20 how much of 
the £170 million capital investment per- 
mitted the B.T.C. for each of the years 
1958 and 1959 was for British Railways; 
and how much for other activities of the 
Commission. 

Mr. Harold Watkinson: I gave the esti- 
mates for 1958 on November 13. The 
estimates for 1959 are broadly the same. 

The statement given by the Minister on 
November 13 was: In 1958 the B.T.C. pro- 
poses to invest in railways about £145 
million, and in other activities about £25 
million. 


Merthyr Tydfil-Abergavenny Line 


Mr. S. O. Davies (Merthyr Tydfil—Lab.) 
asked the Minister of Transport & Civil 
Aviation on November 20 if he was aware 
that no reasons had been given to the 
affected public by the South Wales Traffic 
Users’ Consultative Committee for its de- 
cision to support the closing of the Merthyr 
Tydfil-Abergavenny railway; and if the 
Minister would say what those reasons 
were. 

Mr. G. R. H. Nugent: I understand that 
the Committee has sent to all objectors 
and to the Press a statement describing 
the very thorough examination which it 
made of this proposal and the principal 
reasons for its recommendation. 


Transport of Fish 


Mr. Hector Hughes (Aberdeen N.—Lab.) 
asked the Minister of Transport & Civil 
Aviation on November 20 if he would 
take steps to amend the Road & Rail 
Traffic Act, 1933, in such a way as to 
enable better co-ordination between the 
road and rail transport of perishable goods, 
notably fish, from the north of Scotland 
to the large consuming centres of the south 
of Scotland and of England and of the 
English Midlands. 

Mr. G. R. H. Nugent, Parliamentary 
Secretary: I am not aware of any need to 
amend the Road & Rai! Traffic Act, 1933, 
for the reason suggested. 
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Russian Ministry of Railways 
Officials Visit Britain 


Senior railway officials from the 
U.S.S.R., as recorded in our personal 
pages, arrived in London last Monday to 
be the guests of the B.T.C. on a three- 
week tour of British Railways. During 
the visit the Russian party has met Sir 
Brian Robertson, Chairman of the Com- 
mission. They are visiting railway works 
and installations in all Regions of British 
Railways, with particular emphasis on 
places where important developments are 
being carried out under the modernisation 
plan; the programme also includes visits to 
London Transport and to some of the 
factories of private firms where equipment 
is being produced for British Railways. 

During the first two days of the visit, the 
Russian guests have had general discus- 
sions in London with officials of the B.T.C. 
and British Railways. Their tour was sched- 
uled to begin yesterday (November 28) with 
visits to Willesden Carriage Shed and the 
Work Study Training Centre at Watford. 
Subsequently, it is to be as follows: To- 
day (November 29), the works of the 
English Electric Co. Ltd., at Preston and 
Newton-le-Willows; November 30, tour 
of the Bath area; December 2, Western 
Region Soil Mechanics Laboratory, 
Paddington, and Waterloo Station; Tues- 
day (3rd) works of Messrs. J. Stone & 
Co. (Deptford) Ltd. at Crawley and 
Deptford; Wednesday (4th), Banbury 
Station; Thursday (Sth) works of the Metro- 
politan-Cammell Carriage & Wagon Co. 
Ltd., at Saltley, Birmingham; Friday (6th), 
British Railways Works, Derby; Satur- 
day (7th), Toton Marshalling Yard; Sun- 
day (8th), tour of the York area; Monday 
(9th), diesel maintenance depot, Darling- 
ton, and Newport Marshalling Yard 
(Yorks); Tuesday (10th), Glasgow, Cow- 
lairs Signalbox; Wednesday (11th), 
Thornton Marshalling Yard, and Leith 
Central Diesel Depot; Thursday (12th), 
Polmadie Motive Power Depot and Pre- 
Apprentice Trainng School; Friday (13th). 
London Transport installations; Saturday 
and Sunday (14th and 15th), free. The 
last official function will be on December 
16, when the party visits the Liverpool 
Street-Southend electrification. 


BRITISH TRANSPORT WATERWAYS PLEASURE 
CRAFT CHARGES UNCHANGED FOR 1958.— 
British Waterways announce that, with a 
view to encouraging the development of 
pleasure traffic on their inland waterways, 
there will be no increase in the charges 
for cruising licences during 1958. The 
fees were reduced on January 1, 1956, and 
they have remained unaltered since that 
date, despite two general increases in 
transport charges. 


CROMPTON PARKINSON LIMITED FINAL DivI- 
DEND.—A_ final ordinary dividend of 
10 per cent making 16 per cent, for the 
year ended June 30 last, has _ been 
announced by Crompton Parkinson 
Limited. For 1955-56 the final dividend 
was 6 per cent, plus a bonus of 6 per 
cent. The total for the year was 16 per 
cent. The consent of the Capital Issues 
Committee has been obtained for a one- 
for-two capitalisation issue to ordinary 
stockholders involving £1,935,342 of 
reserves. Group income rose to £2,494,499 
from £2,325,431. Net income, after de- 
ducting tax of £1,396,844 (£1,281,124) and 
transfer to reserves of £38,408 (£48,305), 
was £1,059,247 (£996,002). 
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Main-line diesel-hydraulic locomotives for British Railways 


The British Transport Commission an- 
nounces that a contract has been placed 
with the North British Locomotive Co. 
Ltd. for 52 main-line diesel-hydraulic 
locomotives of 1,000 h.p. each. This is 
the largest single order for main-line 
diesel locomotives yet placed on behalf 
of British Railways with one company 
at one time. The locomotives, with 64 
more powerful diesel-hydraulic units yet 
to be ordered, will be used on the Western 
Region lines between Newton Abbot and 
Penzance, and on through trains between 
Paddington and Bristol and the West of 
England. They will have North British/ 
M.A.N. high-speed lightweight diesel 
engines with North British/Voith trans- 
missions. The North British Locomotive 
Co. Ltd. states that the value of orders on 
its books for diesel-hydraulic locomotives 
alone now exceeds £5 million. The com- 
pany’s works will be fully employed for 
some time to come and a further increase 
in manpower will be necessary. 


Westinghouse Brake & Signal Co. Ltd. 
has received the contract for resignalling 
at Newton, Scottish Region, British Rail- 
ways. The scheme comprises the provision 
and installation of some 44 main colour- 
light signals, 88 Westlyte position-light 
shunt signals, 77 style ‘M3’ high-voltage 


d.c. point machines and 170 style ‘R 
(a.c. immune) d.c. track circuits. All 
functions will be controlled from an 
*O.C.S.’ route relay interlocking panel 


housed in a new signalbox which is to be 
erected at Newton Station and which will 
replace seven existing mechanical signal- 
boxes. 


South African Railways & Harbours has 
placed contracts with Matisa Equipment 
Limited, for ballast tamping machines to 
the value of some £80,000. 


Soc. Alsacienne’ de 
Mécaniques has received orders for 24 
three-axle diesel-hydraulic locomotives 
with M.G.O. engines and Voith Trans- 
mission for various steelworks in Lorraine. 
Eight of these units are to be built in 
collaboration with Ateliers et Forges de la 
Loire. 


Constructions 


The Soc. Alsthom has received an order 
for 35 single-phase 50-cycle electric loco- 
motives of Co-Co wheel arrangement and 
5,500 h.p. I-hr. rating for the railways 
of the U.S.S.R. 


Brissoneau & Lotz S.A. has received an 
order from the Luxembourg Railways for 
13 diesel-electric locomotives of Bo-Bo 
wheel arrangement, and each to have one 
M.G.O. oil engine of 925 b.h.p. 


Athermos axleboxes are to be fitted to 
all 100 single phase Bo-Bo electric loco- 
motives ordered by the Indian Railways, 
50 of which are to be built in Germany, 
40 in France, and 10 in Belgium. The 
locomotive builders concerned are Krupp 
and Krauss-Maffei; Alsthom and 
Schnéider-Westinghouse; and La_ Bru- 
geoise-Nivelles. 


British Railways, North Eastern Region, 
have placed the following contracts :— 
Walker Bros, Limited, Walsall: supply 
and erection of steelwork and cladding, 
Blaydon Motive Power Depot 
Clough, Smith & Co. Ltd., Crawley: 


supply, laying and joining of cable 
route, Dinsdale Rail Welding Depot 

G. Hadden & Hillman Limited, 
Newcastle: new lavatory block and 
lamp room, Newcastle Central Station 

Cawood Wharton & Co, Ltd., Harro- 
gate: part re-construction of roof over 
1 and 2 turntables, Leeds Neville Hill 
Motive Power Depot 

Tarslag Limited, Stockton-on-Tees: 
supply of pre-stressed concrete beams 
and pre-cast concrete arch ribs, Leeds 
Neville Hill Motive Power Depot. 


The Special Register Information Ser- 
vice, Export Services Branch, Board of 
Trade, has received calls for tenders as 
follows :— 


From South Africa: 
112 first class saloons, type C.35 
180 first and second class composite 
saloons, type D.39 
425 second class saloons, type E.20 
190 third class saloons, type H.32 
30 first, second and third class and 
van tri-composite saloons, type GF.27C 


70 main line passenger vans, type 
K.51 

Components. 
The issuing authority is the Stores 


Department of the South African Rail- 
ways. The closing date is March 14, 1958. 
A deposit of £50 per set is required in 
respect of tender documents and £50 per 
set of drawings for initial supply, and in 
the case of subsequent supplies a deposit of 
£50 for each set of tender documents or 
set of drawings. Each tenderer will be 
limited to two sets of drawings, per princi- 
pal. The Board of Trade reference is 
ESB /27685 /57. 


1,700 gauges, steam heat pressure 
150 Ib. to S.A.R. spec. C.M.E. 40/1942, 
drg. L9703, item 2 

1,650 gauges, steam pressure 300 Ib. 
to S.A.R. spec. C.M.E. 40/1942, drg. 
L9703, item 4 

40 gauges, steam chest, duplex, pres- 
sure 225 lb., to drg. L9703, item 5 

500 gauges, steam single pressure, 
250 Ib.: dial to be approximately 4 in. 
dia., but not more than 4 in. dia. gener- 
ally in accordance with spec. C.M.E. 
40/1942, drg. L9703 

400 gauges, van, vacuum single, 
drg. L9703, item 1, to spec. C.M.E. 40/ 
1942 

620 gauges, engine vacuum duplex, to 


spec C.M.E. 40/1942, drg. 19703, 
item 3. 
The issuing authority is the Stores 


Department, South African Railways, and 
bids in sealed envelopes, endorsed 
“ Tender No. H.6936: Vacuum and Steam 
Gauges,” should be addressed to the 
Chairman of the Tender Board, P.O. 
Box 7784, Johannesburg. The closing 
date is December 13, 1957. The Board of 
Trade reference is ESB/27753/57. 


From India: 
1 power-operated signalbox 
1 two-way V.H.F. intercommunication 
system for communicating with shunt- 
ing locomotives 
2 two-wire intercommunication sys- 
tems for directing works of shunting 
personnel. 
The tender document may be purchased 
from the office of the Chief Controller of 
Purchase, Hindustan Steel Private Limited, 


Rourkela-1, Orissa; Purchase Officer (Pro- 
gress), Hindustan Steel Private Limited, 
2, Fairlie Place, Calcutta-1; and the Under 
Secretary to Government of India, 
Ministry of Steel, Mines & Fuel, Depart- 
ment of Iron & Steel, King Edward Read, 
New Delhi, on payment of tender fee of 
Rs.25 for each set of tender documents 
which is not refundable. The tender No. 
is P/E. IV/2385. The closing date is 
December 20, 1957. The Board of Trade 
reference is ESB/27090/57. 


From Australia: 

50 track and signal transformers; 

1 kVA; 2200/110/6 V.; 25. cycle, 

including oil. 

The issuing authority is the Victorian 
Railways. The tender No. is 61,262. Bids 
should be sent to the Secretary for 
Victorian Railways, Railways Administra- 
tive Offices, Melbourne, C.1. The closing 
date is December 11, 1957. The Board 
of Trade reference is ESB/28192/57. 


Further details regarding the above 
tenders, together with photo-copies of 
tender documents, can be obtained from 
the Branch (Lacon House, Theobalds 
Road, W.C.1). 


The Director General, Indian Store 
Department, Government Buildings, Brom- 
yard Avenue, Acton, London W.3. ir- 
vites tenders for the supply of cast steel 
centre pivots. See Official Notices on page 
640. 


The Special Register Information Ser- 
vice, Export Services Branch, Board of 
Trade, reports that the closing date for the 
receipt of bids for broad-gauge bogie 
wagons for Pakistan, reference TEN/ 
27765, has been further postponed to 
December 11, 1957. This call for tenders 
was reported on page 317 of our issue of 
September 13, 1957. 








BRITISH ELECTRIC TRACTION CO. LTD. 
DIVIDEND.—The interim dividend on the 
deferred ordinary and “A” deferred 
ordinary capital of the British Electric 
Traction Co. Ltd. is maintained at 7} per 
cent. The final payment for the year 
ended March 31 last was 174 per cent 
compared with 15 per cent for 1955-56. 


WAKEFIELD-DICK INDUSTRIAL OILS LIMI- 
TED, DispLAY AT NEw SHOWROOM.—The 
industrial member of the Control group of 
companies, Wakefield-Dick Industrial Oils 
Limited, has established a permanent dis- 
play of ifs own range of railway lubrica- 
tion equipment at the company’s new 
London showroom in Grosvenor Street, 
W.1. 


BELFAST- BANGOR LINE, U.T.A.—The 
Northern Ireland Minister of Commerce, 
Lord Glentoran, has stated that the Ulster 
Transport Authority does not intend to 
close the Belfast Queens Quay to Bangor 
line of the former Belfast & County Down 
Railway. The intention is rather to effect 
economies so that the question of closing 
will never arise, and hence the recent 


decision to close certain halts on the line. 
It is believed that the Authority report for 
1956-57 will show that the Belfast-Bangor 
line to have made an appreciable margin 
of revenue over expenditure. 
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Notes and News 


Enzlish Electric 3,000-V. Locomotives for 
Caicutta Electrification. j 
ing illustration shows one of the 3,120-h.p., 
3,0)0-V. Co-Co locomotives supplied by 
the English Electric Co. Ltd. for the 
Howrah-Burdwan electrification; this 
project, it is reported, is to be inaugurated 
by the Prime Minister of India, Mr. 
Jawaharlal Nehru, on December 14. The 
locomotives are the subject of editorial 
comment on page 615. 





President of the Board of Trade to Open 
Electrical Engineers Exhibition.—Sir 
David Eccles, President of the Board of 
Trade, will open the Electrical Engineers 
Exhibition to be held at Earls Court on 
March 25, 1958. The demand for space 
has necessitated further expansion, and 
the exhibition will cover an area of 
450,000 sq. ft. So far some 400 firms have 
booked space. 


Prototype Coaches in Service.—The two 
prototype open coaches built by Cravens 
Limited, and exhibited at Battersea last 
June, have gone into service in the London 
Midland Region of British Railways. One 
is attached to the 2.30 p.m. Euston-Liver- 
pool train and one to the 2.10 p.m. 
Liverpool-Euston train. Passengers are 
being asked what they think of the coaches 
by a special travelling courier. These 
coaches were described in our issue of 
July 19 last. 


John Fowler Introduces Range of Diesel 
Shunters.—A demonstration was held last 
week of the prototype of a range of diesel- 
mechanical shunting locomotives produced 
by John Fowler & Co. (Leeds) Ltd. The 
unit, which incorporates a_ 176-b.h.p. 
Leyland diesel engine, Fluidrive coupling. 
Wilson four-speed epicyclic gearbox, and 
forward, reverse and final drive reduction 
unit, is of the 0-4-0 arrangement. It was 
operated over the tracks of the testing 
site of the manufacturer, near Leeds, 
affording its load hauling capacity under 
varying rail and grade conditions to be 
observed. 


Shell Mex & B.P. Limited Film.—The 
Shell Mex & B.P. Limited film, “ Form- 
ing of Metals,” referred to in last week’s 


issue, includes some interesting views of 


the press forging of wagon wheels at the 
Sheffield works of Steel, Peech & Tozer 





White-hot billet before being press forged at Steel, Peech & 
Tozer Limited works 
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English Electric 3,120-h.p. locomotive for the Eastern Railway of India 3,000-V. 
electrification between Howrah (Calcutta) and Burdwan 


Limited. The views reproduced below 
are taken from the film, and show the 
white hot billet before pressing, and the 
first pressing operation to form the wheel 
shape. 


The Transportation Club.—A club cock- 
tail party will be held at the Transporta- 
tion Club, 44, Wilton Crescent, S.W.1, on 
December 10, at 6 p.m. 


Liquid Systems Limited Contract for Oil 
Recovery Equipment.—Liquid Systems 
Limited, Croydon, has signed an agree- 
ment with Schlegel Bros. of Stuttgart for 
the exclusive selling agency in the United 
Kingdom and Eire of their waste oil re- 
refining and waste oil filtering plants. This 
agreement allows also for the sale of 
these products in the British Common- 
wealth and other countries. 


Railway National Savings Groups in 
York.—The York Area Committee of the 
railway National Savings Organisation, 
under the chairmanship of the District 
Commercial Superintendent, controls 52 
savings groups with a total membership 
of nearly 1,700, who save between them 


some £27,000 annually. Two of these 
groups have functioned continuously since 
1916—those at the District Operating 
Superintendent’s office and at the District 
Motive Power Superintendent’s office. 
Recently a third group—that at the Chief 
Civil Engineer’s office—reached 40 years 
of age. Since its formation in 1917 this 
group alone has saved over £36,000. 


Christmas Lectures for Boys.—The popu- 
lar “Christmas Lectures for Boys” are 
being held again this year at the Institution 
of Civil Engineers, and tickets can be 
obtained free on application to the Secre- 
tary of the Institution, Great George 
Street, ee On Monday, Decem- 
ber 30, at 3 p.m., Mr. H. J. B. Harding 
will be ot En on “all sorts of tunnels.” 

Models will be shown and the lectures will 
be illustrated by lantern slides. Girls who 
may wish to come, will also be welcome. 


Neoprene Sales Arrangements.—Modi- 
fications in the arrangements under which 
Durham Raw Materials Limited has been 
the sole distributor of neoprene in the 
United Kingdom are announced by E. I. 
Du Pont de Nemours & Co. Inc., Wil- 





Press forging operation to form wagon wheel shape, showing 
dies for continuous operation 
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mington, Delaware, and Durham Raw 
Materials Limited, London. The Du 
Pont Co. (United Kingdom) Ltd., with 
offices at 5, Charles Il Street, London, 
S.W.1, has been formed to manufacture 


and sell neoprene in the United Kingdom 
and European markets. This company is 
a wholly owned subsidiary of E. I. Du 
Pont de Nemours & Co. Inc. With effect 
from January 1, 1958, sales for neoprene 
will be made in the name of Du Pont Co. 
(United Kingdom) Ltd., and Durham Raw 
Materials Limited will act as sales agents. 
With effect from January 1, 1959, Durham 
Raw Materials Limited will surrender the 
agency and Du Pont Co. (United King- 
dom) Ltd. will assume full control of all 
neoprene sales. Durham Raw Materials 
Limited wish to state that this change- 
over has been made on terms which are 
acceptable to both parties. 


Earnings from Tourism.—Speaking on the 


occasion of opening a new wing of a 
London hotel on October 31, Mr. Peter 
Thorneycroft, Chancellor of the Ex- 


chequer, stated that in 1956 tourism earned 
some £170 million for Britain. This figure 
included fare payments in foreign cur- 
rency. 


Pressed Steel Co. Ltd. Interim Dividend.— 
The interim ordinary dividend of the 
Pressed Steel Co. Ltd. for 1957 is raised 
to 6 per cent, compared with 5 per cent 
for 1956. The final payment for last year 
was !0 per cent 


British Railways First Main-Line Diesel- 
Hydraulic Locomotive.—The first diesel- 
hydraulic locomotive for main-line service 


in Britain was completed by the North 
British Locomotive Co. Ltd.—at Queen’s 
Park, Glasgow, on November 25, and 


began its first trials. The 2,000-h.p. unit 
is of British Railways type “4” (formerly 


type “¢ and weighs 116 tons. The 
wheel arrangement is AlA-AlA. The 
locomotive has a North British/M.A.N. 
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Diesel-hydraulic 2,000-h.p. Al A-A1A locomotive built by the North British Locomotive 
Co. Ltd. for service in the Western Region of British Railways 


engine and North British/Voith trans- 
mission. After trials in the Glasgow area, 
it will be transferred to the Western 
Region for permanent service. This is the 
first of the high-power main-line proto- 
type diesel units ordered from contractors 
in November, 1955, 


Railway Relics Destroyed.—In a letter to 
The Times, published on November 21, 
Mr. Henry Maxwell drew attention to the 
fact that “three irreplaceable items [of 
railway stock] already scheduled for pre- 
servation—namely, the restored London, 
Tilbury & Southend Railway coach, the 
Wisbech & Upwell tramway car, and the 
former Great Eastern Railway tram loco- 


Handing Over Type “1 ”’ Diesel Locomotive 


(See last week’s issue) 





Lord Chandos, Chairman of the British Thomson-Houston Co. Ltd., presenting the key 
of the locomotive to Lord Rusholme, Chairman of the London Midland Area Board 


motive,” had been destroyed at Stratforc 
Works. The two passenger vehicles were 
destroyed in error, but the tram locomotive 
was not scheduled for preservation. 


Accident at Chantonnay.—On hearing of 
the accident involving a diesel train and 
a steam-hauled freight train at Chanton- 
nay, in France, Sir Brian Robertson, Chair- 
man of the British Transport Commission 
sent a telegram of sympathy to M. Louis 
Armand, President of the French National 
Railways, on behalf of the Commission. 
The accident was revorted in our issue of 
November 22. 


Pair of Wheels Placed on Line.—It was 
stated at the Devon Quarter Sessions at 
Exeter on November 19 that a pair of 
trolley wheels placed on the railway line 
by three youths ran some 14 miles, attain- 
ing considerable speed, into the sidings at 
Kingsbridge, Western Region. A signal- 
man heard the wheels as they ran along the 
line and was able to divert them to the 
siding, where they collided with and 
damaged a goods van. The youths 
pleaded guilty and were bound over for 
12 months. 


Boxing Contest at Crewe.—Sir Brian 
Robertson, Chairman of the British Trans- 
port Commission, and Lt.-General Sir 
Otway Herbert, G.O.C.-in-C., Western 
Command, were among the spectators at 
a recent boxing tournament at Crewe be- 
tween British Railways, London Midland 
Region, and the Wester: Command. The 
L.M.R. contestants were from Manchester. 
Crewe, Dublin, and Earlestown. H. Perry, 
a London Midland Region employee in 
Dublin, who is Irish Olympic representa- 
tive and international. met M. Lloyd of 
Crewe in an exhibition contest. The 
match ended in a draw, each team winning 
four bouts. 


Wolf Electric Tools Limited Distribution 
Committee.—The distribution committee 
formed two years ago by Wolf Electric 
Tools Limited, in collaboration with main 
stockists recently held a meeting at the 
company’s head office in London. The 
committee, under the Chairmanship of 
Mr. R. F. Hatto, Sales Director, is com- 
posed of executives from the company’s 
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sales, publicity and service departments, 
and 12. representatives from leading 
stockists throughout the country who are 
elected to serve for a period of one year. 
All matters concerning sales promotion 
and distribution of Wolf products come 
within the scope of the committee. 


Manning Diesel and Electric Locomotives. 
4 further conference on the manning 
of diesel and electric locomotives was 
held on November 25 between representa- 
tives of the British Transport Commission, 
the National Union of Railwaymen, and 
the Associated Society of Locomotive 
Engineers & Firemen. It is understood 
that agreement in principle has already 
been reached and efforts are now being 
made to clear up outstanding points. 


Sabotage Suspected in Indian Accident. 

Sabotage is believed to have been the cause 
of the recent wreck of a Bombay-Calcutta 
mail train about 100 miles from Bombay 
on the Central (former G.I.P.) Railway 
Nine persons are reported killed and 46 
injured. It is thought that saboteurs in- 
tended to loot a freight train which was 
expected to pass the spot where the acci- 
dent occurred before the mail train. Fish- 
plates had been removed in two places 


N.U.R. Elections.—Elections are to be held 
early in 1958 for successors to the offices 
of President and General Secretary of the 
National Union of Railwaymen, ieft vacant 
by the deaths of Mr. T. Hollywood and 
Mr. J. Campbell as the result of a road 
accident in Russia. The results of the 
election, by postai ballot, for the presi- 
dency should be known by the end of 
February, but the election of the General 
Secretary may not be completed until May. 


Hundredth Jones Crane for British Rail- 
ways.—The hundredth Jones crane to go 
into service with British Railways was 
formally handed over recently to officials 
of the London Midland Region at the 
Letchworth works of the manufacturer, 
K. & L. Steelfounders & Engineers 
Limited, a member of the 600 Group of 
companies. The hundredth machine was 
one of three handed over as part of a 
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large order now in course of production 
for British Railways current programme 
for the modernisation of goods handling. 
The accompanying illustration shows (left 
to right) Mr. W. C. Black (K. & L.); Mr. 
C. §. Shaw (Technical Director, K. & L.); 
Mr. V. R. B. Cook (Assistant Road Motor 
Engineer, London Midland Region); Mr. 
E. S. Blunkell (Commercial Department, 
Londcn Midland Region); Mr. E. J. 
Edwards (Irish Traffic Superintendent, 
London Midland Region); and Mr. J. F. 
Little, of George Cohen Sons & Co. Ltd. 


Free Travel Flan.—The General Secretary 
of the Association of Supervisory Staffs, 
Executives & Technicians, Mr. H. Knight, 
has proposed a plan for free travel for all. 
Under his plan, 2s. 6d. a week would be 
deducted from the pav of all wage-earners, 
providing some £300 million a year. This 
sum, he claims, added to freight receipts, 
would practically vay for railway and road 
services, leaving only a small deficit to 
be made up by the Government. 


London Transport Staff Art Exhibition.— 
The annual art exhibition by London 
Transport staff opened at Charing Cross 
Underground station on November 25. 
There are more than 130 oil paintings, 
water colours, drawings, and sculptures 
on show, the work of some 60 exhibitors. 
The exhibition will remain open until 
December 14. Among the paintings on 
show is a water colour, “ Céte d’Azur,” 
by Sir John Elliot, Chairman, London 
Transport Executive. 


Farm Removal by Rail.—A special train 
left Cupar (Fife) for Ramsey North, near 
Peterborough, at 5.30 p.m. on October 30, 
with a farmer and his wife, one of their 
employees, and the complete stock of 
Newbigging of Ceres farm. The three 
passengers had a special coach for the 
journey, and 150 attested Friesian cattle 
loaded in 16 cattle trucks, 12 calves in a 
special cattle van, one horse in a horse- 
box, 100 tons of Scottish seed potatoes 
loaded in 10 covered vans, and a wagon- 
load of implements travelled at express 
speed through the night in time for milk- 
ing the cattle next morning at the destina- 
tion—Grange Farm, Wood Walton. 





The 100th Jones crane teing handed over to British Railways 
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Forthcoming Meetings 


December 2 (Mon.).—Institute of Trans- 
port, Sheffield Section, at the Royal 
Victoria Hotel, Sheffield, at 6.30 p.m. 
Paper on “The work, organisation 
and administration of a railway civil 
engineering department,” by Mr. A. 
Dean, Chief Civil Engineer, North 
Eastern Region, British Railways. 

December 2 (Mon.).—Institute of Trans- 
port, Metropolitan Section, at 80, 
Portland Place, London, W.1, at 
5.30 for 6.0 pm. Annual general 
meeting followed by a paper on 
“Underground Railways in North- 
west Europe,” by Mr. F. G. Maxwell. 

December 3 (TJue.).—Permanent Way 
Institution, Leeds and Bradford Sec- 
tion, in the British Railway Social & 
Recreation Club, Ellis Court, Leeds 
City North Station, at 7 p.m. Annual 
general meeting, followed by a paper 
on “A life on the permanent way,” 
illustrated by lantern slides, by Mr. 
V. Lockwood. 

December 3 (Tue.)—South Wales and 
Monmouthshire Railways and Docks 
Lecture and Debating Society, Cardiff 
Section, in the Angel Hotel, West- 
gate Street, Cardiff, at 6.30 p.m. Paper 
on “ Modern signalling and rail tele- 
communications,” illustrated by 
lantern slides, by Mr. A. W. Wood- 
bridge, Signal Engineer, Western 
Region, Reading. 

December 3 (Tue.).—Railway Correspon- 
dence & Travel Society, Sheffield 
Branch, at the Livesey Clegg House, 
Union Street, Sheffield, at 7 p.m. 
Paper on ‘The Reid Atlantics of the 
N.B.R.,” by Mr. W. Herrigan. 

December 4 (Wed.)—Railway Students’ 
Association, at the London Transport 
(South Kensington) Club, Pelham 
Street, S.W.7, at 6.15 for 7 p.m. 
Annual dinner and dance. 

December 5 (Thu.)—The Railway Corre- 
spondence and Travel Society, West 
Midlands Branch, at the Arden Hotel, 
New Street, Birmingham, at 7.30 p.m. 
Film show including several new 
S.N.C.F. films. 

December 5 (Thu.).—Institute of Trans- 
port, Merseyside Section, at the 
Chamber of Commerce, Liverpool, at 
6.30 p.m. Paper on “The Canadian 
Railways and the St. Lawrence Sea- 
way,” by Mr. John Matthews, 
General Freight Agent, Canadian 
National Railways. 

December 6 (Fri.).—The Railway Club, at 
320, High Holborn, London, W.C.1, 
at 7 p.m. Paper on “The Kent & 
East Sussex Railway,” by Mr. R. H. 
Roberts. 

December 6 (Fri.).—The Institution of 
Mechanical Engineers, at 1, Birdcage 
Walk, Westminster, S.W.1., at 6.45 
p.m. Internal Combustion Engine 
Group and Discussion: “ Are crank- 
shaft torsional vibration problems 
things of the past?” 

December 6 (Fri.).—Institute of Trans- 
port, Bristol Section, at the Docks 
Office, Queen Square, Bristol, at 
1.15 p.m. Paper on “Thirty years 
with British West African railways 
and harbours administration,’ by 
Mr. W. H. Salkield. 

December 7 (Sat.)—The Railway Corre- 
spondence & Travel Society, Dar- 


lington & N.E. Branch, at the 
Mechanics’ Institute, Skinnergate, 
Darlington, at 6 p.m. Paper on 


“The North Eastern Railway,” illus- 
trated by lantern slides, by Mr. T. E. 
Rounthwaite. 

December 9 (Mon.).—Institute of Trans- 
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port, London Section, at the Jarvis 
Hall (R.I.B.A.), 66, Portland Place, 
London, W.1, at 5.45 p.m. Henry 
Spurrier Memorial Lecture “ Trans- 
port and the common weal,” by 
Major-General G. N. Russell. 

December 10 (7Tue)—South Wales & 
Monmouthshire Railways & Docks 
Lecture & Debating Society, at the 
Grand Hotel, Bristol, at 6.45 p.m. 
‘That the implementation of the 
Modernisation Scheme for British 
Railways will be too late to serve any 
useful purpose.” Joint debate with 
the Bristol (British Railways) Lec- 
ture & Debating Society. 

December 10 (Tue.).—Institution of Rail- 
way Signal Engineers, London Sec- 
tion, at the Institution of Electrical 
Engineers, Savoy Place, W.C.2, at 
6 p.m. Paper on “ Principles of work 
study as applied to a Railway Signal 
Engineer’s department,” by Mr. W. 
Mackenzie, British Railways, Western 
Region. 

December 10 (Tue.).—Railway Corre- 
spondence & Travel Society, East 
Midlands Branch, at the N.C.S. Guild 
Room, Toll Street, Nottingham, at 
7.30 p.m. Photographic evening pre- 
sented by Mr. J. P. Wilson. 


THE NIGERIAN RAILWAY 

invites applications for the following post: 
PERSONAL ASSIST ANT TO THE CHIEF 
MECHANICAL ENGINEER. Salary: £800 by £50 
to £1,600 p.a. plus £300 overseas pay, on pensionable 
terms or on contract with 20 per cent. gratuity p.a. 
of total pay Qualifications: Candidates must have 
served an apprenticeship followed by at least 2 years’ 
organisation and administrative experience in a first- 
class railway locomotive workshop. They must have 
had experience of a drawing office and production 
methods. Carriage and wagon building and main- 
tenance experience desirable. For appointments on 
pensionable terms age limit 26-45 years and candidates 
must possess A.M.I.Mech.E. or have passed Parts I 
and Il. For contract terms age limit 55 years; pro- 
fessional qualifications may be waived if compensated 
by wide experience. Tours: 15 months’ tours followed 
by 15 weeks’ leave in U.K. on full pay. Allowances: 
In addition there are attractive allowances. Send 
postcards before 16th December, mentioning the post 
and this paper, for further particulars and application 
form to he London Representative, Nigerian 
Railway Corporation, Nigeria House, 9, Northumber- 
land Avenue, London, W.C. 


CORPORATION 


HE Director General of India Store Department, 
Government Building, Bromyard Avenue, Acton, 
London, W.3, invites tenders for the supply of: 
1,848 CAST STEEL CENTRE PIVOTS lower and 
upper parts for lightweight coaches. Forms of tender 
may be obtained from the above address on or after 
29th November, 1957, at a fee of 10s. which is not 
returnable. If payment is made by cheque, it should 
please be payable to “ High Commissioner 
for India Tenders are to be delivered by 2 p.m. 
16th January, 1958 Please quote 


on Thursday 
Reference No. 83/57/VSN/RLY.2 


THE NIGERIAN RAILWAY CORPORATION 
invites applications for the following post: 
SIGNAL AND TELEGRAPH SUPERINTENDENT. 
Duties: The Signal and Telegraph Superintendent 
will be responsible to the Chief Engineer and will be 
required to take charge of the Signal and Telegraph 
branch of the Railway. He will be stationed at Head- 
quarters but will tour extensively as his duties neces- 
sitate 
being fitted with double wire signalling and the Railway 
is in the process of taking over the responsibility for 
maintaining pole routes aad all telegraph instruments. 
Qualifications: Candidates must be Corporate Members 
of the Institution of Railway Signal Engineers and 
must have served an apprenticeship with 
signal manufacturers or a major Railway. They must 
have had at least 15 years’ experience in the Signal 
Derartment of a major Railw a. The candidates 
must also be fully conversant with all types of mech- 
anical .signalling, the ancillary locking equipment, 
Telephone Train Control Equipment, E.T.S. and Key 
Token Instruments, Morse Telegraph Instruments, 
Electric Signal Repeater, all ancillary equipment 
including external and internal wiring and the erection 
and maintenance of pole routes. They must be capable 
of preparing schemes and estimates for proposals 
embodying the above equipment and supervising the 
installation of such schemes. They must also have had 


made 


A large number of stations are in course of 


a firm of 
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experience in the Administration and Management 
of staff employed in the fabrication, installation and 
repair of Signal and Telegraph equipment. Salary: 
£2,350 per annum. Appointments may be on pension- 
able terms or on contract with 20 per cent. gratuity 
per annum of total pay. Tours: 15 months in Nigeria 
followed by 15 weeks’ leave on full pay. Quarters: 
Partly furnished quarters are provided at low rental. 
Allowances: There are attractive family, travelling, 
transport and other allowances. Send _ postcard 
before 14th December, 1957, mentioning the post and 
this paper for further particulars and application 
form to: The London Representative, Nigerian 
Railway Corporation, Nigeria House, 9, North- 
umberland Avenue, London, W.C.2. 


THe ‘Peon of Patent No. 676, 999, - “An 

Electric Train Driven by a Single Phase 
Alternating Current,’ desire to secure commercial 
exploitation by Licence or otherwise in the United 
Kingdom. Replies to Haseltine Lake & Co., 28, 
_— Buildings, Chancery Lane, London, 





HANA PUBLIC SERVICE COMMISSION. 
Applications are invited for the following 
vacancies in the Ghana Railway Administration: 
WORKS MANAGER responsible for the maintenance 
and repairs to coaching stock, carriages and wagons, 
and for the efficient performance of rolling stock in 
traffic. Candidates must possess a degree in mechani- 
cal engineering or must have passed Parts I and II 
of the final examination of the Institution of Mechani- 
cal Engineers and gained at least 9 years’ post- -qualifi- 
cation experience. Knowledge of the manufacture and 
maintenance aspects of a modern railway workshops 
essential. Salary in range £2,040-£2,160 per annum. 
Candidates with less than 9 years’ post-qualification 
experience will be considered for post of ASSISTANT 
WORKS MANAGER in salary scale £1,080 by £50 to 
£1,580; £1,660 by £60 to £2,080 per annum according 
to age and period of experience. CARRIAGE AND 
WAGON SUPERINTENDENT responsible for the 
maintenance and repair of carriages and wagons. 
Candidates, between 35 and 50, must have had regular 
training in the design, maintenance and repair of 
carriages and wagons with at least 5 years’ adminis- 
trative experience in the Carriage and Wagon Section 
of a reputable railway. Knowledge of saw- milling 
and saw-doctoring would be an advantage. Salary in 
range £1,770-£1,970 per annum. DIESEL-ELECTRIC 
ENGINEERS, CONTRUCTION ENGINEERS, 
LOCOMOTIVE SUPERINTENDENTS and ENGI- 
NEERS (CIVIL, MECHANICAL and ELECTRICAL) 
with experience in Railway works are also required. 
Appointments are on contract for one to two tours 
each of 18-24 months’ duration with possible extension. 
Gratuity at rate of £8 6s. 8d.-£12 10s. Od. for each 
completed month of residential service payable on 
completion of contract. Outfit allowance, £30-£60 
on first appointment. Free first-class passages for 
officer, wife and up to 3 children under 18 years and 
in addition an education allowance for children when 
not resident in Ghana of £100 a child for up to 3 
children under 18 years. Generous home leave on full 
pay. Income tax at low local rates. Preservation of 
superannuation or pension rights, where applicable, 
can be arranged.—For further particulars and applica- 
tion form write, stating age, qualifications and experi- 
ence, to The Director of Recruitment, Ghana High 
Commissioner’s Office, 13, Belgrave Square, London, 
. 


FOR SALE OR HIRE, Hudswell Clarke 0-6-0 
standard gauge STEAM LOCOMOTIVE, in 

good condition.—Apply Eagre Construction Co. Lt 

Scunthorpe, Lincolnshire. ’Phone 4513 (7 limes). 





OUND VOLUMES.—We can arrange for readers’ 

copies to be bound in full cloth at a charge 

of 25s. per volume, post free. Send your copies to 

the SUBSCRIPTION DEPARTMENT, Tothill Press, Limited, 
33 Tothill Street, London, S. W.1. 








Railway Stock Market 


The better trend in stock markets has not 


been maintained, and in general the 
volume of business has been small because 
it is felt that markets must be expected 
to display a good deal of uncertainty while 
the fear persists that Wall Street may move 
lower. At the present time that centre 
has become easier, because sentiment is 
still affected by the conflicting views 
whether a recession is in prospect in 
America, or whether only a temporary 
slowing down of business is likely. The 
decrease in the American bank rate is a 
factor which will stimulate business. It 
has been made officially because it is be- 
lieved that the danger of inflation in the 
U.S.A. has decreased considerably and 
that a cheaper money stimulus is now 
justified. It has to be admitted that there 
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is still a certain amount of talk in the ¢ ‘ity 
that our bank rate may be reduced, but 
few expect this until early in the ney 
year. Nevertheless, it was this hope which 
was an important factor in the firmer 
undertone recently shown in stock markets, 

Canadian Pacifics have not kept best 
prices, and at $483 compared with $50} 
a week ago. The yield is now ohn \ost 
63 per cent, which is by no means an 
unattractive return. The 4 per cent ron- 
cumulative preference stock was quoted at 
£563, at which the yield is fully 7 per 
cent, while the 4 per cent debentures at 
624 : “yield over 64 2 cent. 

Mexican Central - debentures held 
firm at 69, and allot Aa San Paulo Rail- 
way 3s. units changed hands around 2s. 3d, 
Peru Transport shares were quoted at their 
par value of $1. 

United of Havana second income stock 
has fallen from 8 to 64 and the con- 
solidated stock from 24 to 2 owing to the 
liquidators’ report and the judgment on 
the claim of the Equipment Trust Certi- 
ficates. Antofagasta ordinary stock has 
declined further from 234 to 224 and now 
yields well over 174 per cent, while the 
preference stock, which lost a further point 
at 37, return more than 123 per cent. The 
4 per cent perpetual debentures were 
quoted at 434 and the 5 per cent (Bolivia) 
debentures at 914. International of Central 
America shares have remained at $184 with 
the preferred stock at $127. Taltal Rail- 
way shares were marked up from 15s. 6d. 
to 16s. 3d 

Paraguay Central prior debentures were 
10$ and Guayaquil & Quito assented 
bonds 754. Chilean Northern 5 per cent 
debentures have remained at 374. Costa 
Rica ordinary stock was 16} with the 64 per 
cent first debentures again at 74. 

Elsewhere, Nyasaland Railways shares 
have been maintained at 9s. 6d. with the 
34 per cent debentures 574xd. Midland 
of Western Australia ordinary stock was 
again quoted at 74 with the income deben- 
tures at 144. 

In Indian stocks, Barsi 
business at around 594 
West of India 
stock. 

A feature among shares of locomotive 
builders and engineers has been a sharp 
advance from Ils. 73d. to 14s. 3d. in North 
British Locomotive on the company’s big 
order. Hurst Nelson shares remained at 
27s. and Birmingham Wagon at 14s. 104d. 
were virtually the same as a week ago 
Beyer Peacock 5s. units strengthened from 
7s. 9d. to 8s. at which there is a 9} per 
cent yield on the basis of last year’s 16 per 
cent dividend. Charles Roberts 5s. shares 
further strengthened from 8s. to 8s. 3d.; 
and elsewhere there was more activity in 
Westinghouse Brake, which improved fur- 
ther from 31s. 9d. to 32s. 

Gloucester Wagon 10s. shares held 
steady at 13s. 9d. and Wagon Repairs 5s. 
shares at 12s. G.D. Peters at 26s. 3d. were 
the same as a week ago. In other direc- 
tions, Guest Keen remained under the 
influence of the interim statement and were 
47s. 6d., T. W. Ward were good with a 
further rise from 68s. 6d. to 70s., and 
Tube Investments rallied well from 
48s. 9d. a week ago to 55s. Pressed Steel 
5s. shares strengthened afresh from 13s. 9d. 
to 14s. and British Oxygen at 33s. 6d. 
held almost all their recent improvement. 
The 10s. shares of the Dowty Group have 
risen on balance from 30s. 9d. to 31s. 3d. 
British Timken at 51s. 3d. were 2s. 6d. 
higher than a week ago. Associated 
Electrical have been active around 50s. 9d., 
with English Electric at 50s. 6d. and 
General Electric 40s. 44d. 


were 16}, and 
was recorded in 
Portuguese guaranteed 








